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Damage to freight is not only a dead loss to the railroad, but 
the annoyance to the patrons, even if full reparation is made 
for the actual damage, causes a tension 
in the friendly interest which is so es- 
sential if the best results are to be se- 
cured. Although practically all of the 
roads are giving attention to the prob- 
lem of reducing loss and damage to freight, only a few have 
succeeded in making any very great reduction in this item. One 
of the most far reaching and effective efforts which have come 
to our attention is the campaign on the St. Louis & San Fran- 
cisco which aims to educate every employee who has any- 
thing to do with the handling and transporting of freight to a 
better understanding of the proper way in which to perform 
his work and as to his responsibilities. The development of this 
educational campaign and the most successful methods which 
have been used in connection with it will be described in a series 
of three articles, the first one of which appears in this issue. 


Reducing 
Loss and Damage 
to Freight 





The appointment of a politician as chairman of the Illinois Pub- 
lic Utilities Commission was noticed in these columns last week. 
Governor Whitman (Republican) of New 
York, has appointed as a public service 
commissioner in the New York First dis- 
trict a New York city lawyer who aided 
him in exposing the weaknesses of the 
present commissioners (Democrats) but who otherwise has no 
special qualifications; and he has the special disqualification that 
up to 1912 he lived a thousand miles away—in Nebraska. He 
has been prominent also in national politics. He is appointed, 
not in place of one of the unsatisfactory commissioners whom 
he investigated—they are still in office—but in place of M. R. 
Maltbie, who although somewhat radical in his views, was the 
one member of the board who possessed both honesty and con- 
spicuous ability. His term has expired. Mr. Maltbie, with Mr. 
Decker in the other district, were the last two of the original 
ten commissioners appointed by Governor Hughes in 1907. 
Hughes did his best to secure competent commissioners; his 
successors have done their best to use the offices as political 
plums. The high salaries—fixed at $15,000, with a view to get- 
ting strong men—have not proved as advantageous as they were 
expected to. They constantly whet the spoilsmen’s appetites. 


Politicians 
as Railroad 


Commissioners 





The successes of General von Hindenburg have been attri- 
buted largely to his skill in swiftly moving large bodies of 
troops by railway to the places where 
from time to time they have been most 
needed. This has been cited by advo- 
cates of government ownership of rail- 
ways as an example of the great things 
which can be done under this system. It is therefore some- 
what amusing to read an interview with the general himself 
in the New York Times of March 7, in which he said that 
while “America might possibly be materially assisting Ger- 
many’s enemies with arms, ammunition and other war ma- 
terial, certain it is that America, in the last analysis, has 
helped Germany far more. But for America, my armies 
would possibly not be standing in Russia today—without the 
American railroading genius that developed and made pos- 
sible for me this wonderful weapon, thanks largely to which 
we have been able with comparatively small numbers to stop 
and beat back the Russian millions again and again-—steam 
engine versus steam roller.” In other words, while the advo- 
cates of government ownership say von Hindenburg’s 
achievements have been largely due to government owner- 
ship of railways, the general himself says that they have been 
largely due to his use of methods developed by the privately 
owned and operated railroads of America. In view of the fact 
that the Kaiser had to go to the Hamburg-American Steam- 
ship Company, a private concern, for a man to manage his 


American Railroad 
Methods and 
the War 
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railways during the war and that General von Hindenburg 
has paid this tribute to American railway methods, the comfort 
derived by the advocates of government ownership from the 
progress of the war appears a little ludicrous. 


THE CHICAGO, ROCK ISLAND & PACIFIC—1902 TO 1915 
STOCK certificate of a railroad company generally meas- 


A ures about 9 in. by 12 in. If a railroad company were 
to decide to double the size of its stock certificates it would not 
lay itself open to the charge of burdening the earning power of 
the railroad with worthless securities. 

In the investigation which the Interstate Commerce Com- 
mission is now making of the Chicago, Rock Island & Pacific 
Railway Company’s affairs, the charge has been made and re- 
peated over and over again that in some way not defined the 
issue of stock certificates by the two holding companies in ex- 
change for stock certificates of the Illinois corporation the 
Chicago, Rock Island & Pacific Railway Company—has placed 
a burden on the railroad which it would not have had to carry if 
this exchange of certificates had not taken place. The charge 
is made that because of the multiplication of the securities out- 
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whatsoever the amount of money received by the Railway com- 
pany nor the amount of money disbursed. The exchange of a 
certificate of Railway company stock, which had written on it 
the figures $1,000, for a collateral trust bond, which had written 
on it $1,000, and two certificates of stock, one of which had 
written on it $1,000 and the other $700, brought not one cent 
into the Railway company’s treasury; neither did it cost the 
Railway company anything. There were no bankers’ commis- 
sions, no underwriting syndicate profits; it was precisely the 
sort of transaction that takes place when a man takes a certifi- 
cate for 100 shares of stock to the transfer agent of the com- 
pany and receives four certificates for 25 shares each. 

A brief review of the events of the Rock Island affairs from 
1900 to 1903 will make clear why this rather elaborate exchange 
of certificates was made. As D. G. Reid has testified before 
the Interstate Commerce Commission, he began to buy Chi- 
cago, Rock Island & Pacific Railway Company stock in 1900-01. 
He found that his friend, William B. Leeds, had also been buy- 
ing the stock, and later they learned that both William H. Moore 
and James H. Moore had been buying that stock. Previous to 
this time control of the company had been exercised by an ex- 


ecutive committee, which in 1900 consisted of R. Rk. Cable, 
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The Rock Island Reorganization of 1902 


standing against the property, a compelling incentive to earn a 
larger profit was created which has resulted, on the one hand, 
in the neglect of proper upkeep and, on the other hand, in ex- 
cessive rates. 

A study of the history of the Chicago, Rock Island & Pa- 
cific’s earnings, expenses, interest payments and distribution of 
profits to the owners will show that these two charges are in- 
disputably false. 

The total earnings from April 1, 1902, to June 30, 1914, were 
$713,092,788; the total receipts from the sale of securities were 
$176,818,196; the total other income was $17,123,516 and total 
expenses were $505,970,480. The total expenditure on _ better- 
ment of the property was $40,564,387; the total expenditure for 
new property was $120,554,575; the total payment of rentals 
was $16,925,594; the total interest payments were $106,103,614; 
and the total dividends paid were but $49,654,574. It must be 
borne in mind that the exchange of Railway company stock 
for securities of the two holding companies affected in no way 


Marshall Field, A. R. Flower, W. G. Purdy and H. R. Bishop. 
Marshall Field and R. R. Cable were the two dominating per- 
sonalities in this committee. When they learned of the pur- 
chases of the stock in the open market by D. G. Reid, William 
B. Leeds and the two Moore brothers, they invited these men 
to become members of the board of directors, and by the end of 
March, 1902, these four men had become the dominating per™ 
sonalities in the company’s management. Mr. Leeds was presi 
dent and a member of the executive committee; and among s!x 
other members the executive committee were the two Moore 
brothers and Mr. Reid. Thus the new interests had a ma- 
jority of the members of the executive committee. 

At the time of the Moore-Reid purchases Chicago, Rock 
Island & Pacific Railway Company stock was selling in the 
neighborhood of 175. The new interests had bought in the open 
market only about a third of the outstanding stock. They were 
therefore in the position of having made a very heavy invest- 
ment in a high priced stock without having gained a position 1m 
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control of the company that was impregnable to attack. <A 
somewhat similar situation has occurred in the history of vari- 
our railroad companies in the United States and has been met 
in various ways, one of the most common being the formation 
of a voting trust. The Moore-Reid control of the Chicago, 
Rock Island & Pacific Railway Company could not be per- 
petuated in that way because, although controlling the executive 
committee and the board of directors, the Moore-Reid group 
could not offer any inducement to majority stockholders to de- 
posit their stock under a voting trust, nor could they bring 
pressure to bear to compel them to do so, as has often been 
the case where submission to these terms was made the price 
of furnishing new and needed capital. The Moore-Reid group, 
therefore, cast about for some means of accomplishing its pur- 
pose and decided on the holding company device. Its mem- 
bers were optimistic as to the future possibilities of the earning 
power of the Chicago, Rock Island & Pacific, as was also mar- 
ket opinion. 

Two holding companies were formed—the Chicago, Rock 
Island & Pacific Railroad Company, an Iowa corporation, and 
the Rock Island Company, a New Jersey corporation. There 
were now three corporations—the Chicago, Rock Island & 
Pacific Railway Company of Illinois and the two holding com- 
panies, one an Jowa and one a New Jersey corporation. It 
will simplify matters to refer to these three companies here- 
after as the Illinois, lowa and New Jersey companies, re- 
spectively. 

The Iowa corporation authorized $120,000,000 capital stock 
and $75,000,000 4 per cent bonds. The New Jersey corporation 
authorized $50,000,000 preferred stock and $75,000,000 common 
stock. All of the $120,000,000 of the Iowa corporation stock 
was held in the treasury of the New Jersey company. The 
lowa company’s bonds were to be issued only in exchange for 
the Illinois company’s stock. Stockholders of the Illinois com- 
pany were offered a $1,000 Iowa corporation 4 per cent bond, 
seven shares of preferred stock and 10 shares of common stock 
(par value $100 per share, both preferred and common) of the 
New Jersey company in exchange for 10 shares of their stock 
(the Illinois company stock). 

Voting power for the majority of the board of directors rested 
in the preferred stock of the New Jersey company. Stock- 
holders of all but $5,442,525 (reduced to $3,467,000 by 1914) of 
the old stock accepted these terms, deposited their Illinois cor- 
poration stock certificates and received in exchange the new 
certificates of the holding companies. The Reid-Moore inter- 
ests could now, by buying a majority of the preferred stock 
of the New Jersey company, obtain control of an absolute ma- 
jority of the board of directors of all three companies. By 
selling part or all of their Iowa company bonds and New Jersey 
company common stock they could very much reduce their invest- 
ment and still retain control; but here again it is well to bear in 
mind that it was not to the Illinois company that the Reid- 
Moore interests sold their bonds, if they did sell them, but to 
other investors or speculators. 

The accompanying diagram shows what took place upon the 
formation of the holding companies. In 1902 the par value of 
the stock outstanding was $75,000,000. The valuation which the 
market put on this stock was a little over $130,000,000. The 
promoters’ view of the value of the property, subject to its debt, 
with its earning power, subject to its interest requirements, was 
$193 247,675. This is the total nominal valuation which the 
promoters placed upon the stock of the Illinois company. The 
diagram shows graphically how different this is from the view 
which has been expressed before the commission, in which the 
fact that the Illinois company’s stock was deposited as collateral 
for the Iowa company’s bonds, and the Iowa company’s stock 
was all held in the treasury of the New Jersey company is over- 
looked. If the promoters’ view of the case had been right, the 
Illinois company would have needed to earn $7,729,917 net avail- 
able for dividends to have paid an average of 4 per cent on 
all of the outstanding securities. In other words, the average 
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net income, making allowance for the proper margin of safety, 
would have had to have been about $10,000,000. As a matter of 
fact, the property never earned this amount net. For the 15 
months ended June 30, 1903, it earned $9,195,819 net. The best 
year since was 1907, in which year there was $8,750,517 net 
earned, 

The market's view of the earning power of the property, after 
the exchange of securities, was only very little different from 
the view held by the market before the holding companies were 
formed. The formation of the holding companies and the is- 
suance of their securities did not, therefore, even inflate the 
market. The market, after the holding companies’ securities 
had been distributed, placed the total value of the “burden” on 
the railroad itself at $153,750,000, or just about $5,000,000 
higher than the market value of the Illinois company’s stock 
in August, 1902 (before the formation of the holding compa- 
nies). If the market’s view of the situation had been correct, 
the Illinois company would have had to earn net $6,150,000 to 
pay an average of 4 per cent on the valuation placed on the 
holding companies’ securities by the market. 

The actual total amount which the Illinois corporation has 
paid in dividends to the holding companies, and which is the 
total amount which the owners of the property received as 
profit on their investment, is as follows: 


15 months ended June 30, 1903........... $5,680,540 
Year ended hume 907 190066 sso dek cece ews 5,985,060 
Year ended June 30, 1905 5: . occ cdewessvinnee 4,676,622 
Veer CndhG Fane 205 190s 66.6 wen das ecuceis 4,677,553 
XOGr EnGed PUNE GOs VIO 6 occ ccccccssccrs 4,116,728 


Year ended June 30, 1908.........ccceees 3,929,785 
Vear ended’ tiie: 305 (908s oc sos wcecceaes 3,930,019 
Year ended: une: 30. 3996... . ccccvccenves 3,743,272 
Year-ended--fune-30, 3911 . 5. iceccccces 3,930,948 
VERT NGO FONE FO, TSE s a 66.6 08 Kelgic coe 3,743,760 
Wear Ene FUNG BOs VOT oo iis kc vt cacioan 3,743,525 
Ver ended une 305: 191A ee iss cccawew'ns 1,871,763 

ROUME + otek so okies) $6, @bwialn/ Saw ens aise eae e 


This is a total of $50,029.575 in the 12 years and three months, 
or an average per year of $4,034,026. Th‘s amounts to an 
annual dividend on the par value of the $75,000,000 Illinois 
company stock of 5.45 per cent. It is an average of 2.11 per 
cent on the promoters’ capitalization, and an average of 3.14 
per cent on the market valuation of August, 1902. 

Instead of being a glaring example of the evils of over- 
capitalization, the Rock Island’s history since 1902 is a striking 
illustration of the fact that no amount of promoters’ hopes can 
make a railroad property earn more than it can earn, and that 
no amount of stock certificates affects the total profits avail- 
able for distribution on these certificates. Time has proved that 
the market's view of the value of the owner’s equity in the 
Chicago, Rock Island & Pacific Railroad property was wrong 
and that the promoters’ views of its value were wrong, but only 
to a somewhat greater extent. 

The reasons why the hopes of 1912 have not been justified 
by later events are, of course, a matter of opinion. The prop- 
erty which Mr. Reid and his associates bought in 1902 was not 
as good a physical property as they thought and as most eastern 
people at that time thought it was. It is very hard to convince 
any one who was more or less familiar with Rock Island affairs 
in 1900-02 of this fact, but fact it has proved to be. 

The railroad has suffered not from too great a security issue 
having been placed on it, but from not having sufficient new 
capital raised and spent on it. Lack of strong banking connec- 
tions has been a serious factor in the failure of the manage- 
ment to provide sufficient new capital to meet the progress of 
the science of railroading. 

The movement of traffic as it affects the lines to the south- 
west has been different from what in 1902 was the general ex- 
pectation. The grain movement east and the commodity move- 
ment west had been sufficient to make the Chicago & North 
Western, the Burlington and the Chicago, Milwaukee & St. 
Paul very profitable. It was thought that this grain traffic 
would move as easily south from Chicago to gulf ports as it had 
moved from the west to Chicago. If this expectation had been 
justified, a large volume of business would have been provided 
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for the Rock Island, the St. Louis & San Francisco and the 
Missouri, Kansas & Texas which, as a matter of fact, these 
lines have never received. 

The new owners of the Rock Island recognized certain seri- 
ous difficulties in the way of development of their property as 
soon as they had bought it. Railroad building was going on at 
a rather furious pace in the southwest and it was thought 
necessary to do something to put a stop to this waste. The 
control of the St. Louis & San Francisco, therefore, was bought, 
probably in an effort to avoid duplication of new railroad 
building. 

The Rock Island had a very bad line east out of Kansas City. 
It was so bad in fact that the report of the expert for the bond- 
holders’ committee made recently recommended that an en- 
tirely new line be built. There are too many lines now between 
Kansas City and Chicago. The Rock Island owners thought 
that they saw an opportunity to buy instead of build a line, and 
therefore bought into Chicago & Alton. Both of these attempts 
to solve serious problems, one of which has not been solved 
yet, were failures. The Rock Island had to bear the expense 
of these mistakes of judgment. 

In 1902 the new owners of the Rock Island could not have 
foreseen the flood of hostile legislation against railroads in the 
Southwest, which has been so great a factor in the failure of 
the Rock Island to justify the hopes of its purchasers. This is 
probably the most important single factor in the situation, but 
the other factors named have each had an important influence. 


THE PRESS AND THE RATE ADVANCE CASE 


EWSPAPER reports of the western rate advance case 
N have been the subject of several controversies during 
the hearings. Although Commissioner Daniels has properly 
shut off discussions of this kind, the impression the public 
gets of such matters is of considerable importance. Each 
side has intimated that the other has been too generous in 
giving matter to the press, but only the representatives of 
the shippers have tried to impute a sinister influence to ordi- 
nary publicity methods, such as they themselves have been 
practicing for years. Mr. Thorne and one of the packers’ 
lawyers have referred to the railroad publicity as “organized 
propaganda.” The Sioux City (la.) Tribune in “A Tip to 
Chicago Newspapers,” published on March 19, expresses deep 
concern because it thinks the Chicago papers are “partial to 
the railroads.” It says: 

The amount involved in this conference is greater than the sum of money 
involved in any peaceful conference ever held in the United States. Yet 
to read the Chicago papers one would scarcely know such a conference was 
actually in session in that city, and certainly no one would ever guess that 
anyone was present except railroad officials. The opening statement made 
by the representatives of the western people was never even epitomized. 
None of the cross-examinations of the railroad officials is even mentioned. 
Even if the Chicago newspapers are partial to the railroads, they should 
give the news. 

Possibly the Sioux City paper did not know that the first 
month of the hearing was devoted to the railroad side of the 
case, just as most of this month has been allotted to the 
other side, and that at the time its editorial was published the 
railroads were still at bat. 

There has been a change in the character of the newspaper 
reports of this case, as compared with those made of the 1910 
western rate advance case, for example, but there are rea- 
sons for the change which our Sioux City contemporary may 
have failed to note. In the first place, evidence that there is 
such a large amount of money involved as our contemporary 
thinks can be found only in the opening statement of Com- 
missioner Thorne. In the second place, whereas, in the 1910 
case the shippers were almost unanimously opposed to the 
advances, in this case comparatively few are taking any part 
in the proceedings, leaving the opposition almost entirely to 
Mr. Thorne and the representatives of the big packers. 

But perhaps one of the most important reasons why the 
newspapers are printing the railroad testimony is that the 
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railroads have taken some pains to present it to them by 
securing the services of an experienced newspaper man who 
prepares in advance summaries of the testimony and exhibits 
presented by the railroad witnesses and furnishes them to the 
newspapers. Without such an arrangement it would be im- 
possible for any newspaper man without hours of study to 
get an adequate or intelligible report of the evidence. Many 
newspapers have expressed appreciation of the assistance 
thus rendered, and the summaries have been used to a con- 
siderable extent. There has been no secrecy about it, they 
have been distributed under the eyes of the commissioner in 
charge of the hearings and in plain sight of all present. 
Printed copies have been mailed to out-of-town papers, 
plainly indicating that they are furnished by the railroads. 
While naturally they represent but one side, all who receive 
them know just where they come from and are free to use 
them, or to throw them on the floor. Moreover, the Asso- 
ciated Press has an experienced man in constant attendance 
and representatives of individual papers drop in daily. They 
have used the statements because they are a big help to them 
and because they can see that they are accurate. If the 
newspapers are furnished with a concise summary of the di- 
rect evidence there is less temptation to make a story out 
of the fact that some lawyer on cross-examination “charged” 
something. 

In the reports.of the 1910 case many of the papers did just 
what the Sioux City Tribune apparently thinks they ought 
to do now. They crowded out the direct testimony of the 
railroads and devoted their space largely to the cross- 
examination. When there was no cross-examination or when 
it was not sufficiently sensational “statements” by Thorne or 
others were usually forthcoming. Mr. Thorne has been play- 
ing the publicity game for years, and although he has usually 
been his own best press agent, when his side had its innings 
at the hearing last week summaries of his statements and of 
the testimony of each witness were also given to the press, 
by a man employed by his side for that purpose. If the news- 
papers failed to give Mr. Thorne’s utterances first page posi- 
tion, possibly the fact that he is using “old stuff” may have 
had something to do with it. Several times when he first 
charged the railroads with padding their maintenance ac- 
counts and showed they were grossly overcapitalized in com- 
parison with the lowest state valuations he could find, his 
views made newspaper stories. Their repetition excites less 
attention, naturally. His exhibit on a reasonable rate of re- 
turn in the eastern rate case had also lost some of its news 
value when reintroduced as J. Pease Norton’s exhibit in the 
western case. One of Mr. Thorne’s statements during the 
1910 hearing that the advance asked by the roads would 
amount to $500,000,000 a year made a headline at the time, 
but after the evidence failed to corroborate him his exaggera- 
tion of the scope of the present case was less impressive. In 
his combined capacity of amicus curiae, representative of 
the public and attorney for shippers, Mr. Thorne has “con- 
servatively estimated the advance which the railroads are try- 
ing to put through” at 10 per cent of $700,000,000 freight 
revenue and 20 per cent of $195,000,000 passenger revenue, 
or a total of $109,000,000, but because the papers also printed 
the statement of the railroad men, who are presumably at 
least as honest as Mr. Thorne and undoubtedly know just as 
much about it, that the proposed advances in this case only 
amount to about $10,000,000 a year, the Sioux City paper ap- 
parently despairs of the freedom of the press. 

If. the newspapers generally continued to swallow Mr. 
Thorne’s figures they would undoubtedly publish more than 
they have on both sides of the case, but they have gradually 
learned in recent years to accept his calculations with a 
degree of reserve. At any rate, it will require a great deal of 
activity on the part of railway men and railway publicity 
agents to make up for the reams of copy that Mr. Thorne 
has been putting over for the past five years. 
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DELAWARE, LACKAWANNA & WESTERN 


HE business of the anthracite roads is more likely to be ad- 
‘a versely affected by mild weather conditions than by bad 
business conditions, although, of course, the anthracite roads, in 
company with the other roads, felt the effects of the business 
depression in the calendar year ended December 31, 1914. The 
Delaware, Lackawanna & Western’s anthracite coal business was 
considerably reduced by the mild weather in the first three 
months of 1914, and the total loss in earnings from the transpor- 
tation of coal in 1914, amounting to $378,000, was the result of 
this mild weather. During the rest of the year the coal business, 
despite the general business conditions, compared favorably with 
1913. On the other hand, passenger business was apparently 
very much affected by the European war and the general incli- 
nation to avoid all expenditures not absolutely necessary. 

The Delaware, Lackawanna & Western operates a total of 985 
miles of road, of which 543 miles has second track and about 25 
miles has four tracks. In 1914 the company earned $39,250,000, 
a decrease as compared with 1913 of $1,334,000, or 3.76 per cent. 
Earnings from the transportation of coal amounted to $14,041,000, 
and the decrease of $378,000 previously mentioned amounted to 
2.62 per cent. Revenue from freight other than coal amounted to 
$14,448,000 in 1914, or $641,000 less than in 1913, a decrease of 
4.25 per cent. Passenger revenue amounted to $8,158,000, $391,000 
less than in 1913, a decrease of 4.57 per cent. 

While the Lackawanna can afford to be, and is, one of the most 
liberal roads in the country in making additions and betterments 
to its property, it is very economically run. The ratio of expenses 
to total operating revenues is 64.76 per cent, and of transpor- 
tation expenses to revenues about 32 per cent. In 1914 trans- 
portation expenses amounted to $12,423,000, a decrease of $111,000, 
or a little less than 1 per cent. This decrease of a little less 
than 1 per cent in transportation expenses compares with a de- 
crease of 4.57 per cent in ton mileage of coal handled, 6.40 per 
cent in ton mileage of other freight, and a decrease of 2.89 per 
cent in passenger mileage handled. 

The average trainload of all freight in 1914 was 655 tons, as 
against 660 tons in 1913. The average ton-mile rate on coal 
was 8.47 mills as against 8.30 mills the year before, and on 
freight other than coal, 6.65 mills in 1914 and 6.50 mills in 1913. 
The full-crew laws, which were in effect during the entire year 
1914 in Pennsylvania and for only part of the year 1913, account 
in part for the comparatively higher transportation costs in 1914. 
Thus, while fuel for road locomotives cost $2,385,000 in 1914, a 
decrease of $54,000, road trainmen were paid $1,516,000 in 1914, 
an increase of $74,000 as compared with 1913. 

In 1914 the company spent $1,299,000 for additions and better- 
ments, exclusive of the sums which are being spent on the new 
Summit-Hallstead cut-off, which is being financed by a separate 
corporation. The Lackawanna is conspicuously liberal with its 
maintenance appropriations, and quite rightly so. In 1914 main- 
tenance of equipment cost $6,319,000, an increase of $130,000, 
or a little over 2 per cent as compared with 1913; and main- 
tenance of way, $5,075,000, a decrease of $75,000, or a little over 
1 per cent. The average cost of repairs per locomotive was 
$2,465 in 1914 and $2,518 in 1913; of passenger-train cars, $528, 
as compared with $602, and of freight-train cars, $67, as com- 
pared with $61. 

The total tonnage of all revenue freight carried by the Lacka- 
wanna amounted to 22,727,000 tons in 1914, as against 24,723,000 
tons in 1913, a decrease of 1,996,000 tons. Of the total tonnage 
in 1914, 9,803,000 tons were furnished by anthracite coal, and in 
1913, of the total for that year, 10,178,000 tons were furnished 
by anthracite coal. Besides anthracite coal tonnage, the most im- 
portant commodities from the view point of volume of tonnage 
are bituminous coal, stone and sand. Bituminous coal in 1914 
furnished 1,601,000 tons, a decrease as compared with 1913 of 
552,000 tons. Stone and sand furnished 1,776,000 tons in 1914, 
a decrease of 289,000 tons. From the standpoint of revenue, 
grain and 1. c. 1. merchandise are probably the two most im- 
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portant classes of traffic, exclusive of anthracite coal. The total 
tonnage of grain carried in 1914 was 1,088,000 tons, a decrease 
from 1913 of only 20,000 tons, and the tonnage of merchandise 
amounted to 1,488,000 tons in 1914, an increase of 251,000 tons 
over the previous year. 

At the end of 1914 the company had on hand $3,613,000 cash, 
with total working liabilities of but $5,890,000. The company 
had in its treasury $12,687,000 marketable securities. The Lacka- 
wanna is, of course, unique among important American railroad 
companies in having practically no funded debt, the total stock 
outstanding being $42,348,000, with but $320,000 mortgage bonds. 

The following table shows the principal figures for operation 
in 1914 as compared with 1913: 

1914 1913 


Average mileage operated.......... 985 985 
Revenue from anthracite coal. .$14,046,574 $14,418,507 


Revenue from other freight.... 14,448,308 15,089,057 
Passenger revenue ........see0e 8,158,458 8,549,346 
Total operating revenue............ 39,249,790 40,784,148 
Maint. of way and structures... 5,674,501 5,148,035 
Maint. cf equipment........... 6,318,720 6,189,093 
"TERING GEDOTNEE 96 oc vec cicsedus 837,384 887,576 
Transportation expenses ....... 12,423,183 12,533,966 
General expenses ............ 878,346 815,173 
Total operating expenses........... 25,417,882 25,573,842 
TOT i Soa cetaxncnss daehacns ican 2,060,832 1,980,000 
Operating MeOMe. «occ cc isiccesses 12,121,918 13,742,106 
AaUOR INES 55. 6G oy wicins'ao ans MAO 18,951,115 18,070,201 
ROM ede niadacce chars cesanacees 5,874,935 5,928,930 
i ERI, Re PEE UR Pe mT aE eee 6,344 6,486 
OANA 8. ois 5. ais 05: se oe aoe 1,299,286 1,879,576 
PSNR ORD RN a. 6 so eicwe own cde 0) wee 574,050 
Be re ey er eke anny 8,444,080 6,028,800 
DUNNO cwnavavisesbssenewetaeees 3,525,559 3,670,816 


NEW BOOKS 


Public Utility Economics. Published by the West Side Young Men’s Chris- 
tian Association, New York. 

This is a series of ten lectures delivered before the Finance 
Forum of the West Side Y. M. C. A. of New York. The 
lectures were given by men prominent in the work about 
which they spoke and taken together form a quite compre- 
hensive discussion of the various aspects of public utility 
economics. The subjects covered are the magnitude of elec- 
tric light, power and transportation business; holding com- 
panies; public ownership; lighting companies; telephone com- 
panies; future of the public utility corporations; centralization 
of power supply; public utility securities as investments; 
regulation, and the legal aspects of regulation. The article 
on the holding companies is by Francis T. Homer and is a 
remarkably clear and interesting exposition of the reasons 
which have led to the general adoption of holding company 
devices for the control of public utilities and the advantages 
to the investor through averaging of risks and to the public 
served through the extension of unified operation, manage- 
ment by specialists and economy in purchases. 

The Finance Forum of the West Side Y. M. C. A. was 
inaugurated in 1905. The forum invites speakers of practical 
experience of all shades of opinion. The audiences are earn- 
est to an unusual degree and the work that has been done is 
thoroughly commendable. As a general rule the lectures are 
not published, but the ten lectures on public utilities form 
such a valuable addition to the as yet comparatively scanty 
literature of lighting, electric railway and other public utility 
companies that an exception was made to this rule. The book 
can be recommended to anyone interested in the economic 
questions which at present are of so much importance and 
which form the subject of a vast amount of federal and state 
legislation. 


United States Safety Appliances. Issued by the Master Car Builders’ Asso- 
ciation, Joseph W. Taylor, secretary, Chicago. 111 pages, 3% in. by 
7 in. Bound in brown press-board. Price 25 cents. 

This book contains the orders issued by the Interstate Com- 

merce Commission concerning safety appliances, and includes 

the rules and illustrations for their application and main- 

tenance. 
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PASSENGER FARES IN EUROPE AND THE UNITED STATES 


PITTSBURGH, Pa, 
To THE Epitor oF THE RatLwAy AGE GAZETTE: 

Referring to Daniel Willard’s most excellent paper on “The 
Railroads and the Public,” published in the Railway Age Gazette 
of March 26, it is apparent that the author was very con- 
servative in all his statements. For instance, when he speaks 
about passenger fares, he says, “I am convinced that pas- 
senger fares upon the average in the United States are no 
higher than they are upon the average for similar service in 
Europe.” 

This is true if we take one dollar to be equal to 4 marks 
or 5 francs. If we consider that the European roads pay 
only half the wages to their conductors, engineers and brake- 
men, only half the wages to the men along the line that the 
American roads do; if we further remember that all the shop 
employees, from the sweeper to the skilled mechanic, get 
only half the wages paid here; and that living only costs half 
of what it does in this country (I do not speak about hotel 
rates charged to tourists in the height of the season), then 
we must conclude that the money in Europe is actually 
worth twice what it the United States, and that the 
passenger rates, accommodations nearly 
twice as high in Europe as they are here. 


is in 
being equal, are 


A. STUCKI. 


WHY USE A HIGH FACTOR OF ADHESION IN STEAM 
LOCOMOTIVES? 


New York. 
To THE Epitor or THE RatLway AGE GAZETTE: 

From the standpoint of utilizing the greatest possible pro- 
portion of the total engine and tender loaded weight in 
developing tractive effort, the ideal locomotive is the one in 
which all such weight is carried on the driving wheels. Where 
truck wheels must be used, the same reasoning dictates that 
the weight on drivers shall be as large a proportion of the 
locomotive weight as is practicable. It is, therefore, surprising 
to note in how many instances designers fail to make use of even 
the weight actually carried on the drivers in deciding on the 
factor of adhesion. For example, why should it be necessary 
to use a factor of adhesion of from 4.5 to 5.0 or over, when 
it has been fully demonstrated by locomotives now in suc- 
cessful operation that a factor of 4.1 or 4.2 is sufficient? 

While it is easy to understand that in high-speed passenger 
locomotives, designed for long, continuous runs, it may be 
impracticable to keep down the adhesive factor to such a 
limit, due to the requirements of sustained boiler capacity, 
still it is believed that in the majority of cases the higher 
factor is the result of a desire to obtain a relatively low 
pressure boiler that will maintain the maximum allowable 
steam pressure under all possible working conditions, as well 
as to give adhesion that will enable quick starting with maxi- 
mum train load on bad rail without slipping. 

While it is desirable to provide ample steaming capacity, 
there are locomotives now in service on which this idea has 
been carried to extremes, particularly in view of superheat- 
ing and modern methods of stoking, the result being that 
these locomotives are hauling around a considerable amount 
of self-contained and non-productive dead weight which is not 
only useless but expensive, simply in order to meet extraor- 
dinary service conditions. In such cases the factor of ad- 
hesion runs as high as 4.75 or over, so that considerable of 
the weight on the drivers is never utilized as regards de- 
veloping drawbar pull. 
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Furthermore, there are many enginemen who abuse loco- 
motives and increase maintenance and operating costs un- 
necessarily, in order to make “a flying start and a slow finish,” 
whereas the same results in schedule time between start and 
stop could be more economically obtained, and with a lower 
iactor of adhesion, by making the start easier or on sanded 
rail and the stop quicker with less “rolling” and “drifting” 
and the more effective use of the train brakes. 

Comparing the present day representative Pacific and 
Mikado type locomotives with the older Ejight-wheel and 
Mogul designs, the added number of driving wheels per loco- 
motive should certainly enable reducing rather than increas- 
ing the adhesive factor. The writer firmly believes that no 
consistent reasons can be advanced for the general use of 
adhesive factors above 4.1 or 4.2. This practice would enable 
the elimination of much of the non-productive weight that is 
row carried not only on driving, but on truck wheels, and 
which could be more effectively utilized in developing draw- 
bar pull and thereby increasing the average train load per- 
formance at less transportation cost per revenue ton-mile. 

It would be interesting to hear from the readers of the 
Railway Age Gazette on this subject, particularly those engaged 
in new locomotive designing. MECHANICAL ENGINEER. 


UNCLE SAM’S HIGH FINANCE 
New York. 
To THE Epitor OF THE RAtLWAY AGE GAZETTE: 

As you are running a series of articles on government man- 
agement in connection with the Panama Railroad, I thought the 
following extract from the annual report of the Pacific Mail 
Steamship Company for the year ended June 30, 1912, would 
interest you. It is printed over the signature of Judge Lovett. 

“STEAMERS AND OTHER PROPERTY OWNED” 

“In the early fifties the Pacific Mail Steamship Company ac- 
quired the sole ownership of the four islands in Panama Bay, 
i. e., Isla de Naos, Flemenco, Perico and Culebra. In the early 
sixties a one-half undivided interest in these islands was sold 
to the Panama Railroad Company 

“The Pacific Mail Steamship Company erected on these islands 
shops, storerooms and warehouses, built stone ways, stone sea- 
walls, and made other improvements thereon. During the time 
when these islands were in the domain of the United States of 
Colombia they were exempted from taxation, but when the gov- 
ernment of the United States of America assumed control of the 
Panama canal zone, it assessed the one-half interest in these 
islands at $72,500 and collected taxes upon that valuation. Sub- 
sequently the United States government served notice that it 
would require these islands for canal purposes and condemned 
them under the right of eminent domain, awarding to the Pacific 
Mail Steamship Company but $44,000—$20,000 for the one-half 
undivided interest, and $24,000 for the improvements. The 
islands and the extensive improvements thereon were carried 
on the books of the Pacific Mail Steamship Company at the 
nominal sum of $118,150. The difference between this sum and 
the amount received from the United States government was 
written off to profit and loss.” 

The government is preaching frugality to the people and leads 
in extravagance; it is preaching honest finance and leading in 
high finance. F. J. LisMAN. 


New Trapve Route rromM ENGLAND To RussiA AND RoUMANIA. 
—A new trade route has been arranged from the United King- 
dom to Russia and Roumania without passing through Bulgaria 
or Turkey. The route is as follows: By rail from Salonica to 
Prahova via Nish, Parachin and Zaichar, a distance of about 
435 miles; from Prahova goods will be carried via Shleps to 
Turn Severin, a Roumanian port on the Danube (a journey of 
from 2 to 2% hours), and thence by rail to their various destina- 
tions. “La Société Roumaine de Transports Internationaux et 
de Camionnage,” of Bucharest, has opened a branch at Salonica 
for the purpose of facilitating traffic by this route. 





An Effective Freight Claim Preventive Crusade 


Part 1.—The St. Louis and San Francisco Slogan is 
“$200,000 Reduction in Claim Payments for Fiscal Year” 


A most effective and aggressive educational campaign for the 
prevention of loss and damage to freight, carried on along the 
lines of a-safety first campaign and in some respects similar to 
the campaign for increasing the train tonnage and car loading 
on the St. Louis & San Francisco, described in the Railway Age 
Gazette of March 13, 1914, page 501, was inaugurated several 
months ago on the Frisco. The results have been surprising— 
in fact, almost unbelievable. 

The Frisco officers had been scheming and working for years 
to reduce freight loss and damage claims and with very con- 
siderable success, as those who have watched the progress of these 
efforts as chronicled in the Railway Age Gazette will recognize. 
In spite of this, however, the freight claim payments for the 
fiscal year 1913-14 amounted to $16.82 for every $1,000 of gross 
freight revenue. Critical study seemed to indicate that under 
favorable conditions this figure might eventually be reduced to 
less than $10 per $1,000. But how? It seemed as if ingenuity 
had almost been exhausted in the previous efforts. 

It was finally decided to inaugurate an educational campaign 
and to adopt the slogan “A $100,000 reduction in freight claim 
payments for the fiscal year.” The intensity of the campaign 
and the good generalship is apparent from the fact that the 
$100,000 was saved in the first six months and the slogan has been 
changed to read “A $200,000 reduction in freight claims for the 
fiscal year.” For the first six months of the fiscal year the loss 
and damage claims were reduced to $9.28 per $1,000 of gross 
freight revenue. This saving was not made because conditions on 
the Frisco were particularly bad in this respect. As has been 
said, an aggressive campaign had been waged for years to reduce 
the loss and damage to freight and the Frisco was in the first 
ranks as compared with the other roads, similarly situated, when 
the educational campaign was started. That the relative im- 
portance of the improvement may be properly appreciated, the 
progress of this work during the previous seven years will be 
briefly reviewed. 

BRIEF REVIEW OF PREVIOUS EFFORTS 

The record for the past seven fiscal years is shown in the fol- 

lowing table: 


Number Claim 
Freight Gross L.& D. payments 
Fiscal claim freight Per cent claims per $1,000 
year payments revenue ratio filed revenue 
1907-08...... $644,354.00 $22,605,000.00 2.85% 80,285 $28.50 
OS ae 560,759.00 23,759,000.00 2.36% 61,770 23.60 
1909-10...... 505,503.00 26,233,000.00 1.88% 58,527 18.80 
(U8 a 511,812.00 26,581,000.00 1.93% 54,962 19.30 
1911-12 451,632.00 25,744,141.00 1.77% 53,638 17.70 
LOPS | 489,656.00 29,489,000.00 1.66% 58,538 16.60 
Aa ae 482,039.29 28,654,454.10 1.67% 64,572 16.82 
(Bmos).. ; 181,055.17 18,788,766.30 0.97% 35,842 9.68 


On January 1, 1909, a loss and damage freight bureau* was in- 
stalled in the office of the superintendent of transportation. This 
bureau had two functions: To investigate loss, delay and dam- 
age to freight with such despatch that all the facts would be 
available before the claims were presented; and to locate and 
remove the causes of the failure and prevent a reoccurrence. 
The claims were, however, paid by the freight claim department 
as formerly. 

On September 15, 1911, the entire handling of claims was trans- 
ferred to the operating department. The prime objects of this 
new arrangement were stated in the Railway Age Gazette of 
July 26, 1912, page 163, as follows: “(1) To investigate promptly 
and thoroughly over, short and damage reports with the object 
of having investigation completed before claims are filed; (2) 
to investigate thoroughly each claim filed, so as to locate the 


a 


F See article on “Freight Claim Delays Reduced,” Railway Age Gazette, 
ebruary 19, 1909, page 353; also an extensive article on “New Methods 
of Handling Freight Claims on the St. Louis & San Francisco,” November 
12, 1909, page 925. 





cause, properly fix responsibility and apply discipline; (3) by the 
thorough investigation of claims and OS&Ds from a transpor- 
tation standpoint, to bring about a reduction in the number of 
claims filed by correcting bad transportation; (4) to make friends 
for the Frisco by giving first class service in handling refused 
and unclaimed freight and 1. c. 1. tracers; (5) by disposing of 
claims promptly and equitably, to satisfy patrons and attract 
business to the road and reduce unfriendly public sentiment, 
which has been partly caused by past methods of handling claims.” 
The organization for accomplishing these purposes was fully 
outlined and its methods of operation described in the above 
mentioned article. 

A considerable number of. improvements have been made in 
the handling of claims as the work has developed, resulting not 
only in a decrease in the number of claims, but in a more 
prompt method of handling, approximately 68 per cent being ad- 
justed within a period of 30 days from their receipt. Moreover, 
beginning May 1, 1914, each station agent was furnished with a 
book of drafts limited to amounts from $10 to $50 and author- 
ized to make immediate payment for physical damage, shortages 
and concealed losses and damages to freight not exceeding the 
draft limit. 

EDUCATIONAL WORK 

The study of the latest development, the educational cam- 
paign above referred to, is most interesting and instructive. 
Beginning in a simple and, to a certain extent, a somewhat 
cumbersome way as compared with later developments, the 
movement grew rapidly and soon developed into a whirlwind 
campaign with possibly less of organization and red tape, but 
more of enthusiasm and immediate returns. 

Remember that for years the safety first movement had been 
developing into a well organized and most fruitful effort, largely 
of an educational nature. The receivers of the Frisco, when 
they took charge of the property, realized full well that little 
money would be available for additions to equipment or ex- 
tensions and enlargements of the plant and facilities. At the 
same time it was also fully recognized that much was needed 
in the way of improvement to increase the safety and efficiency 
of operation. One principal direction was open in which to turn 
and this was quickly taken advantage of. Some scheme must 
be adopted for enthusing each man in the organization, and at 
the same time educating him to a higher degree in order that 
his efficiency might be brought to a maximum. We have already 
shown how this was accomplished in certain branches of the 
work. The better carloading and increased trainloading, which 
was brought about largely by an educational campaign, was 
described in the Railway Age Gazette of March 13, 1914, page 
501. In the past three years a million dollars has been saved 
in the fuel bill, largely by following up individual performances 
and giving special attention to the training of individuals who 
were not up to standard. This work was described in the 
Railway Age Gazette of May 8, 1914, page 1018. 

EFFICIENCY ASSOCIATIONS 

About a year ago G. E. Whitelam, superintendent of freight 
loss and damage claims, came to the conclusion that about as 
much as possible had been done in refining the machinery for 
handling claims—that is, so far as the organization of the 
freight loss and damage claim department and the detail meth- 
ods of handling the work were concerned. The causes re- 
sponsible for the ioss and damage to freight were so numerous 
and so widely distributed that in order effectively to locate and 
remove them, it would be necessary to have every man in the 
urganization on the lookout and giving his best efforts further 
to decrease loss and damage to freight. One way in which this 
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might be accomplished seemed to be to form local efficiency 
associations, for the purpose of having the employees gather 
together and discuss the different problems or troublesome 
questions which might come up in connection with their work. 

As a starter, the force in the freight loss and damage claim 
department at the general offices, Springfield, Mo., organized 
the Freight Claim Department Efficiency Association on March 
10, 1914, with the slogan, “Improvement of the Service Our 
Watchword.” In addition to its officers it had several standing 
committees, including the executive, reports and forms, trans- 
portation, office organization and efficiency, and correspondence 
and files committees. The results soon proved to be such that 
it was decided to form similar associations at the larger sta- 
tions. 

A round-up was first made to find out whether organizations 
of this or a similar sort had been formed at any point and to 
ascertain definitely what had been accomplished. It was found 
that the agents in a few places occasionally called their men 
together, but the practice was very limited. These staff meet- 
ings had been encouraged by the assistant division superintend- 
ents in charge of station work,* and indeed were often called 
by and presided over by them in their trips over the division. 

Here are some of the subjects which were considered in a 
typical meeting of this sort at Ft. Smith, Ark.: 


Weighing of household goods and all 1. c. 1. freight. 


Importance of proper marking of 1. c. 1. 

Importance of nailing up, or repairing slight damages to boxes, etc., to 
prevent loss by pilfering, or otherwise. 

Maintaining clear seal records in and out. 

Keeping station bulletin board properly marked up. 

Keeping water in waiting rooms. 

Importance of courtesy to the public 
talking to patrons over the ’phone. 

On April 26, 1914, the Ft. Smith Station Efficiency Associa- 
tion was organized at Ft. Smith, Ark. A constitution was 
adopted, officers were elected, and a number of standing com- 
mittees were appointed. The association was scheduled to meet 
every 60 days, and its object was to secure greater efficiency in 
station handling, betterment of the service generally by a full 
discussion of irregularities, and the improvement of the mem- 
bers by intelligent study of the rules and general instructions. 
The membership included all employees connected with the sta- 
tion proper, the yard and the car department. 

Briefly, the duties of the standing committees, as specified in 
the constitution, are as follows: The executive committee 
arranges for meetings, acts as an advisory board and passes on 
all matters. The safety committee reports to the president all 
irregular practices or conditions which may have a tendency to 
produce personal injury, and the president in turn forwards 
these to the division superintendent The tools and supplies 
‘committee .was authorized to look after, devise means for pre- 
serving and prevent unecessary waste and destruction of tools 
and supplies. The loss and damage committee was instructed 
to make recommendations as to ways and means to reduce loss 
and damage, due to rough handling or otherwise. The weigh- 
ing and inspection committee was authorized to suggest the best 
plan and means for quick inspection and weighing, with a view 
of getting correct weights and classification on all shipments 
with minimum cost. The station efficiency committee was in- 
structed to look into and devise plans for greater efficiency of 
station operation and administration. 

It will be recognized that the prevention of loss and damage 
to freight was only a small part of the work of this associa- 
tion. It was soon found advisable to hold meetings at more 
frequent intervals than 60 days, as called for by the constitu- 
tion, for the entire force, including switchmen, car inspectors 
and platform men seemed to derive great benefit from the meet- 
ings. 

A number of similar associations were organized during May. 


at all times, and especially when 





*This additional supervision was provided December, 1913. 





See article 


on “The Agency Plan on the St. Louis & San Francisco,” March 20, 1914, 
page 671. 
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One at Sapulpa, Okla., including the platform and warehouse 
forces, decided to hold its meetings twice a month, and because 
of conditions a very different set of standing committees than 
those at Ft. Smith was appointed. For instance, there was an 
accounting committee and committees to look after miscellane- 
ous affairs, dock transfer, warehouse problems and the stowing 
of merchandise. We find this association giving much attention 
to the discussion of bulletins and statistics concerning the loss 
and damage to freight. The comparative statement of errors 
for each station was discussed, with the idea of making such 
improvements at Sapulpa that it might head the list. Specific 
cases of bad handling resulting in claims were also discussed, 
with a view of adopting measures to overcome similar errors 
in the future. As a result, it is reported that errors of this kind 
have almost been done away with and that there is a much 
better understanding all around as to the most efficient way of 
handling the work. 

The Birmingham (Ala.) Association, organized on May 3, 
had as its object the proper solution of problems pertaining to 
the operation of stations by free interchange of ideas and opin- 
ions; the betterment of the service by analyzing irregularities, 
and the improvement of the members by intelligent study and 
discussion of rules and special instructions. This association 
included all employees working on a monthly basis, held monthly 
meetings and had as its slogan, “Do It Right.” 

Here again conditions seemed to demand a different set of 
standing committees. Birmingham has a safety committee; fire 
prevention committee; building, tools and supplies committee; 
loss and damage committee; a correct practice committee to 
reduce misloading of packages and improve the manner of stow- 
ing, and a committee on sanitation and working conditions. 
This association had only been organized a short time when 
Birmingham was able to show fewer bad orders than usual, and 
an almost complete elimination of overs and shorts. It was 
found, however, that errors in billing and handling of waybills 
were keeping the records down and special measures were at 
once taken to overcome this deficiency. 

The Oklahoma City Efficiency Association, organized on May 
8, found it necessary, because of conditions at that point, to have 
two auxiliary associations, one under the direction of the first 
vice-president composed of the freight handling force, and the 
other under the direction of the second vice-president made up 
of the clerical and office forces. A few months after its or- 
ganization it reported the following results: ‘Education of 
employees, as every man, including the freight truckers, is kept 
posted as to what is being done in the way of claims, what the 
losses are, and receives benefits from the suggestions which 
are made for further improvement. The employees are en- 
couraged and are made to feel that they are of some importance 
in the organization.” 

A Frisco Employees’ Co-operative Association was organized 
at Muskogee, Okla., on May 10, with provision for bi-monthly 
meetings. Two months after the Okmulgee (Okla.) Associa- 
tion was formed on May 17, it was reported that not one error 
in loading or in handling freight had occurred since its second 
meeting and that every O. S. and D. handled had been thor- 
oughly investigated for educational purposes. The improve- 
ment in individual performance was said to be readily notice- 
able. 

The movement spread rapidly and similar associations were 
formed at many points. The agent at Hugo reported that the 
holding of monthly meetings of this sort brought about a de- 
crease in claims, resulted in less errors being made, reduced 
correspondence and improved the handling of merchandise on 
the platforms; also, that this improvement was so noticeable 
that it attracted the attention of the patrons and pleased them. 
At some points question boxes were maintained to good advan- 
age in connection with the efficiency association meetings. 

The agent at Tulsa, Okla., reported these meetings as one of 
the best schemes he had ever seen, and that not the least im- 
portant advantage was the fact that instructions could be placed 
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before the men at such meetings in a far better way than either 
by letter or a personal talk with each man. This latter is a 
point well worth considering. Too little attention is often given 
to the education and training of station employees. It is re- 
markable how much can be done in an open discussion at a 
general meeting to educate these men and inspire them to greater 
and better efforts. 

As may be imagined, the superintendent of freight loss and 
damage claims was not slow in taking advantage of the op- 
portunities afforded by the efficiency associations for getting the 
loss and damage problem placed squarely before the members. 
A regular stream of reminders, circulars, bulletins and statistical 
data started to flow from his office to the officers and committee 
chairmen. These increased in number and effectiveness as the 
campaign developed, and will be considered in more or less de- 
tail in the second and third articles in this series. 

So much for the efficiency associations. They are doing 
splendid work, the value of which cannot be discounted. On the 
other hand, there are many places where because of local con- 
ditions it has been impossible to organize and develop them. 
Moreover, good as the work was which was being accomplished 
in reducing loss and damage to freight, it was felt that even 
more aggressive and widespread efforts should be adopted. The 
next step in the campaign will be considered in the second arti- 
cle of this series, which will appear in next week’s issue. 


PACIFIC TYPE LOCOMOTIVES FOR THE UNION 
PACIFIC 


A few years ago a number of standard locomotives were de- 
signed for service on the Union Pacific.* Since that time this 
road has developed and standardized a heavier Pacific type loco- 
motive to handle the increased weights of passenger trains and 
the increased volume of mail; 25 of these locomotives have been 
built by the Lima Locomotive Corporation. 

The engines were intended to provide greater sustained power 
at high speed, and are a distinct advance over the Pacific type 
locomotives previously referred to, the tractive effort being 
38,600 Ib., as against 29,900 Ib. for the older engines, while the 
diameter of the cylinders has been increased from 22 in. to 25 
in. The stroke, diameter of drivers and boiler pressure was not 
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vided an increase in the total evaporative heating surface of 
nearly 50 per cent and an increase of 47 per cent in the total 
equivalent heating surface. In addition to the increase in power, 
there is thus provided a substantial increase in the steaming ca- 
pacity in order to take care of the sustained speed requirements. 

These locomotives are distributed over the main line district, 
from Omaha, Neb., to Ogden, Utah, and on the west end of this 
line there are many grades averaging 0.7 per cent. The engines 
maintain timé card speeds of 41 miles per hour with from six 
to eight heavy storage mail cars, and on one occasion a run was 
made from North Platte, Neb., to Omaha, a distance of 291 
miles, in 290 minutes, including six stops. 

In the detail construction of these locomotives interchange- 
ability of parts has been very carefully considered, a large num- 
ber of the parts being duplicates. of those used on the road‘s 
Mikado type engines. 

The engines are equipped with the brick arch Schmidt super- 
heater and power reverse gear. The Walschaert valve gear, 
which is the standard of the Union Pacific, is also employed. 
The main valves have a travel of 6% in., with 1% in. lap, % in. 
lead and % in. exhaust clearance. With the increased length 
of boiler it was necessary to increase the total wheel base of 
the engine 2 ft. 4 in. over that of the previous Pacific type; the 
driving wheel base, however, was maintained at 13 ft. 4 in., the 
same as in the previous engines. 

The following table gives the principal dimensions and ratios 
of the old and new Pacific type locomotives: 


General Data 


ie O01 New 
MUTE ce cig Wis erate a ena aaa eee Pass Pass. 
POE eh hres, Ri kane ene wide Oke eer eet Oil Coal 

TD PMCCINO (ORIEL 9 5. 0's baawele'wialn'd ice eae 29,900 Ib. 38,600 Ib. 
Weight in working order............. 221,100 Ib. 273,500 Ib. 
Wel Oth: GRIVENES ba bcc ccawcccekecxce 141,500 Ib. 164,100 Ib. 
Weight of engine and tender in work- 

SD OPM? Varn g a Re si% ois siielslim se eae-s 382,000 Ib. 440,000 Ib. 
Wheel DA6d; QUE iden bees e cds e sews 13 ft. 4 in. 13 ft. 4 in. 
WEG) DOG, COTO ooo v5.0.6 0:6: Keds seas tine 33 ft. 4 in. 35 ft. 8 in. 
Wheel base, engine and tender........ 68 ft. 6% in. 70 ft. 3% in, 

Ratios 
Weight on drivers + tractive effort... 4.72 4.25 
Total weight ~ tractive effort......... 7.36 7.09 
Tractive effort X diam. drivers + 

equivalent heating surface’*.. 652 572 
Equivalent heating surface* + grate 

SUE cadscsasenasitiwees 71.3 73.8 
Firebox heating surface -- tube heating 

surface, per cert....... : 7.3 6.3 
Weight on drivers ~ equivalent heat- 

1G UNTER ssc cce a ee beste eere ne 40 31.6 














Latest Development of the Pacific Type Locomotive on the Union Pacific 


changed. With the 29 per cent increase in tractive effort the 
total weight of the engine was increased from 221,100 lb. to 
273,500 Ib., or 23.7 per cent. The boiler was changed from the 
straight top to the wagon top type, the outside diameter of the 
first ring being increased from 70 to 74 in. The length of tubes 
was increased from 20 ft. to 22 ft. Superheaters were applied in 
both cases and maintain substantially the same ratio to the total 
evaporative heating surface. The larger boiler, however, pro- 








*For description see American Engineer, January, 1913, page 5. 


Total weight + equivalent heating sur- 

Saee S oie dees a hints oe a Ten ea eee 62.6 52.7 
Volume both cylinders (cu. ft.)........ 12.32 15.90 
Equivalent heating surface* ~ vol. cyl- 

SMMBER* yo cc 000 ca FES CHEER RK SRE ADEE 286 326 
Grate area ~ vol. cylinders..........- 4.01 4.42 

Cylinders 
itd ccc vsccccnsntesdcncnsaenr anand Simple | __ Simple 
Diameter arid Strokes sk fake die caaew 22 in. x 28 in. 25 in. x 28 in. 
W heels 
Driving, diameter over tires.........-. 77 in. 77 in, 
Driving journals, main, diameter and ; : eed : 
IGHMER sc cs scs ree vabetenesenexdeamed 10 in. x 12 in. 11 in. x 12 in. 
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W heels- 
diameter and 


(Continued) 

Driving journals, others, 
length 

Engine truck wheels, diameter 

maneeme Qk, sOUrnels. .. .60-ccwrccce 

Trailing truck wheels, diameter 

Trailing truck, journals 


10 in. x 12 in. 
33 in. 

6% in. x 12 in. 
45 in. 

8 in. x 14 in. 


9 in. x 12 in. 
33% in. 

6 in, x 10 in. 
45 in. 

8 in, x 14 in. 


Straight Wagon top 
per sq. 200 200 


Working pressure (lb ; 
70 in. 74 in. 


Outside diameter of first ; 
Firebox, length and width 108 in, x 66 in. 120% in. x 84 in. 
Tubes, number and outside diameter... 173—2 in. 210—2% in. 
Flues, number and outside diameter... 24—5% in. 32—5% in. 
Tubes and flues, length 20 ft. Pea! 
Heating surface, tubes and flues 2,477 sq. ft. 72 > *t. 
Heating surface, firebox.............. 181 sq. ft. 235 sq. ft. 
Heating surface, 2,658 sq. ft. 3, i 
Superheater heating surface ; sq. ft. sq. ft. 
Equivalent heating surface’ 3,528 sq. ft. sq. ft. 
Grate area 49.5 sq. ft. 70.4 sq. ft. 


Vanderbilt 
166,500 Ib. 
33 in. 
9,000 gal. 
14 tons 


Vanderbilt 
160,900 Ib. 
33 in. 
9,000 gal. 


Tank 

Weight € 
Wheels, diamete: 
Water capacity 
Coal capacity 


*Equivalent heating surface total evaporative heating surface + 1.5 


times the superheating surface. 


THE PROPOSED TRANSCONTINENTAL RAIL- 
ROADS OF AUSTRALIA 


By W. D. Hornapay 


The commonwealth of Australia has now completed about one- 
third of the transcontinental railway which it is building from 
Port Augusta in South Australia to Kalgoorlie in Western 
Australia. This line, when finally completed, will be 1,063 miles 
in length and will form a connecting link between the present 
railways of the state of Western Australia and those of South 
Australia, Victoria, New South Wales and Queensland, although 
the differences in gage will prevent an interchange of cars. It 
will thus be part of a greater transcontinental route, 2,500 miles 
in length, extending from Sydney on the Tasman Sea to Free- 
mantle on the Indian Ocean, traversing the southern part of the 
continent from east to west and touching the cities of Melbourne, 
Adelaide, Perth and a number of smaller towns. 
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The Railways of Australia 


Many difficulties have already been encountered in the con- 
struction of this great transcontinental system. The enterprise 
as a whole is complicated to begin with because the several divi- 
sions that comprise the completed portions of the line are now 
owned by the governments of the states in which they are situated 
while the long connecting link that remains to be constructed is 
a commonwealth project. The first work on the commonwealth’s 
section was done at Port Augusta, on September 14, 1912. It 
was originally thought that it would take about four years to 
build the road, but, at the expiration of two years, only about 
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200 miles has been completed. The original estimate of the cost 
of construction was about $20,000,000, but it is now known that 
that sum will be exceeded by several millions. Politics have 
interfered with the project ever since its conception. The work, 
for instance, was inaugurated under the administration of the 
labor government. The next government, however, rescinded 
several of the contracts which had been made and thereby delayed 
the work considerably. The commonwealth’s railway for nearly 
its entire length will pass through a desert region almost wholly 
uninhabited except for a few points where oases have been created 
by the development of a water supply. The government in 
consequence has experienced no little difficulty in arranging for 
the supply of water and food, medical attention and amusements 
for the men working in the remote districts. The route, on the 
whole, offers no important engineering difficulties as the country 
it traverses is comparatively level. 

The gage of the new railway is to be 4 ft. 8% in. The railways 
of Victoria and part of those of South Australia are of 5 ft. 3 in. 
gage; those of Queensland, Western Australia and part of South 
Australia are of 3 ft. 6 in. gage and those of New South 
Wales are of 4 ft. 8% in. gage. It is probable that the decision 
of the commonwealth to have its railways of standard gage will 
exert great influence in causing that gage to be made standard 
throughout the continent. However, the cost of conversion of 
the existing roads not now standard gage is estimated at about 
$200,000,000. 

The commonwealth government also expects to construct an- 
other great trancontinental railway within the next few years 
from a point on the Port Augusta-Kalgoorlie line in Western 
Australia to connect with the proposed extension of the Northern 
Territory railroad, a distance of about 1,000 miles. This latter 
line, together with the completed link that is now owned by the 
government of South Australia and the line that runs from 
Darwin on the north coast to Katherine, will form a north and 
south line across the continent, about 2,000 miles in length. 

The fact that Freemantle on the east and west line is the 
nearest Australian port to England and that it holds this same 
relation to the near East, including India and Egypt, makes this 
new line of vast importance to the whole eastern seaboard of 
Australia where the population and industries are now chiefly 
centered. It means a step in the reduction of Australia’s geo- 
graphical disability and, when considered in connection with the 
new lines of railway that are being constructed in Asia, it affords 
a prospective reduction of several days in the voyage between the 
eastern portions of Australia and Europe. 


A CORRECTION 


In an article entitled “Safety Cut-Out Valve,” which ap- 
peared on page 708 of the March 26 issue of the Railway Age 
Gazette, the position of the valve shown in Fig. 3 is referred 
to as being used by the second engineman when he desires 
to assume control of the brakes while double-heading. The 
position shown in Fig. 3 is not used in double-heading, but 
is used in handling cars on the front end of the locomotive, 
after their train line has been charged by the position shown 
in Fig. 4. When the second engineman desires to control the 
train when double-heading he places the valve in the position 
shown in Fig. 1. 


PROGRESS ON THE SIAMESE SOUTHERN RaiLway.—It is reported 
with reference to the progress of the Siamese Southern Railway 
that considerable difficulty has been experienced, owing to the 
swampy nature of the ground, in finding a suitable crossing over 
the Patani (or Goloh) river in order to carry the railway south- 
ward to connect with the railway system of the Federated Malay 
States. After scveral surveys the difficulty has now been over- 
come, and the point of junction has been definitely fixed. The 
route to be followed has been laid out for a distance of about 
93 miles south of Ootapao, leaving still some 44 miles, which 
is is hoped to get completed within a short time. 














Hearing on Western Freight Rate Advances 


General Evidence on Behalf of. Protestants Concluded 
and Carriers Given Five Days to Complete Testimony 


Representatives of the western state commissions and _ ship- 
pers who are opposing the western rate advances occupied four 
days of last week, from March 30 to April 2, with the intro- 
duction of their general evidence in rebuttal of that of the car- 
riers bearing on the general financial condition of the railroads. 
This was followed on Saturday by uncompleted evidence by the 
carriers which was to continue until Thursday of this week. 
Commissioner Daniels announced that the request of Clifford 
Thorne for an adjournment for 10 days had been declined 
and that under the schedule for the remainder of the hearing 
April 9 and 10 are allotted to protestants’ evidence on hay and 
broom corn; April 12 and 13, to cotton piece goods; April 14, 
15 and 16, to coal and coke; April 17 to 21, grain and grain 
products; April 22 and 23, fruits and vegetables; April 24, rice 
and rice products; April 26 to 30, packing house products and 
fresh meats; May 1 to 5, livestock; May 6 to 10, uncompleted 
testimony of protestants. Briefs are to be filed 20 days after the 
close of the hearing. and a date for arguments will be set in 
June. 

Representatives of the railroads have agreed to furnish to the 
other side copies of minutes and correspondence of the tariff 
committees bearing on the proposed advances, with names of 
roads and of individuals concealed by the use of numbers or 
other devices. The railroads were willing to furnish copies of 
minutes of the meetings but made some objection to the intro- 
duction of the correspondence. Commissioner Daniels said he 
thought this correspondence ought to be furnished in so far as 
it threw any light on the reason for making advances on the 
specific commodities. 

At the opening of the protestants’ case the committee of state 
commissioners tiled a new appearance showing the committee as 
representing also the Utah Traffic Club, the American National 
Livestock Association, the National Council, Farmers’ Co-opera- 
tive Association, National Broom Manufacturers’ Association, 
National Hay Association, and other individual firms and com- 
panies. 


TESTIMONY OF PROTESTANTS 


The first witness for the protestants was Henry C. Wallace 
of Des Moines, Iowa, editor of a farm paper. He declared that 
the present attempt to advance rates in the west was largely a 
conflict between the railroads and the farmers, and that the 
great body of investments in the United States, including over 
$40,000,000,000 worth of farm property, only expects a return of 
3 to 5 per cent, while the railroads are attempting to establish 
for themselves a basis that will yield from 7 to 9 per cent, the 
great burden of which would fall upon the farmers. The farmers 
of Iowa, he said, are getting a return of not more than 3 per 
cent on their investment after making an allowance for the farm- 
er’s own labor of only $600 a year, while billions of dollars seek 
investment at from 2% to 5 per cent and the bonds of well- 
managed railroads have sold readily at prices which net the in- 
vestor between 4 and 4% per cent and the. stocks of good roads 
have sold readily at prices which net the investor less than 6 per 
cent. 

C. C. Wright, attorney for the railways, asked how many 
automobiles the Iowa farmers owned. The witness admitted that 
they owned a great many, but he did not know the number. He 
admitted he had had opportunities to invest money and had in- 
vested in farms, and had never invested in railway bonds, stocks 
or other securities, nor did he know of any one who ever sold 
farms to invest in railways. 

J. Pease Norton, formerly assistant professor at Yale Uni- 
versity, and now a bond expert and financial writer, testified re- 
garding the reasonable rate of return on investments. “The true 


criterion as to a reasonable rate of return,” he said, “is the yield 
the public is willing to accept on its investment. The railroad 
testimony in the present case appears to be built up on the theory 
that this rate is 7 per cent, but this is not the case. Applying 
this test to the bonds of 10 representative roads we find that in 
1914 the public was willing to accept an average return of 4.583 
per cent, against the railroad claim of 7 per cent.” 

Mr. Norton presented an exhibit containing tables showing the 
yields on bonds of various kinds over a period of years. He also 
presented figures as to the cost of railway supplies, saying that 
advance figures for 1914 on 82 articles of railway supplies com- 
piled by the Department of Commerce and Labor show that the 
average price for that year was 123.5 per cent of the average 
for the period 1890 to 1899, as against 131.5 per cent in 1913, 

On cross-examination Mr. Wright asked Mr. Norton how it 
happened that his exhibit on the reasonable rate of return was 
identical as to the wording, and largely so as to the figures, with 
exhibit No. 13, introduced by Mr. Thorne in the Eastern rate 
case. Mr. Norton said that the exhibit was a joint production 
of himself and Mr. Thorne, that no change had been made in 
the principles and arguments set forth, but that the statistics 
had been brought up to date, and that he had interpolated some 
additional matter in placing it into the record. 

Wayne Ellis, statistician of the Iowa Railway Commission, 
introduced exhibits to show that the tendency of net returns dur- 
ing the past five years has been higher than ever before in the 
history of the railroads, that the ability of the carriers to secure 
capital on favorable returns was never greater and that the cost 
of supplies is decreasing. One of Mr. Ellis’ exhibits, he said, 
showed that the average percentage of net earnings on the capital 
stock of railroads serving the bulk of Western Trunk Line ter- 
ritory, was 7.82 per cent in 1914, and 9.4 per cent in 1913. These 
roads, he said, handle 84.55 per cent of the traffic in the terri- 
tory. He also presented an exhibit showing 20 roads which he 
said handled 75 per cent of all the freight traffic handled by roads 
earning over $1,000,000 a year in the western district, showing 
earnings on common stock ranging from 6.06 per cent in the case 
of the Chicago, St. Paul, Minneapolis & Omaha, to 78 per cent 
for the Duluth & Iron Range. This table included, however, a 
number of roads not connected with this case. 

“During the past five years,” said Mr. Ellis, “the net revenues 
of the western railroads are greater than ever before. The net 
per mile of line is greater. As compared with 1890, this period 
shows an increase per mile of line of 74.99 per cent. The greatest 
previous increase for a consecutive five-year period was only 
67.28 per cent. The same is true after the reduction of taxes. 
Less taxes, the total net revenue for this last period showed an 
increase of 156.75 per cent compared with 1890 and the next 
preceding five-year period showed an increase of 151.14 per cent. 

“The railroads claim that operating expenses have increased 
at a greater rate than net revenues, but this is true only during 
the last five years. And while the increase of operating expenses 
per mile of line was 91.91 per cent compared to 1890, at the same 
time the increase in maintenance was 111.44 per cent. The cause 
of this is, that the railroads have charged to operating expenses 
large amounts connected with additions and betterments. The 
western railroads are being built up and improved from operating 
expenses.” 

Mr. Ellis’ exhibit, in addition to the statistical table, contained 
many pages of text making deductions from the figures and 
arguments based thereon, which the witness read in giving his 
testimony, but when counsel for the railroads sought to cross- 
examine on them Mr. Thorne objected, saying the witness was 
only supposed to testify as to the accuracy of the compilations. 
After some argument Mr. Thorne took the stand himself to tes- 
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tify as to the text of the exhibits. Mr. Thorne was cross- 
examined as to his statement that railroads had charged improve- 
ments to operating expenses by M. O. Lorenz, a statistician for 
the Interstate Commerce Commission. “How can a railway make 
improvements from operating expenses without evading the com- 
mission’s rules of accounting?” he asked. “Some items could be 
charged to expenses without violating the rules,” said Mr. Thorne. 
Mr. Lorenz said that to that extent then, the expenditures for 
betterments would be understated. 

One of the exhibits as to which Mr. Thorne testified, was a 
book of 62 pages on maintenance expenditures. “It has been 
claimed,” it was stated in the text, “that the large increase in 
other expenses ‘has prevented our railways during recent years 
from having money to put into better facilities, improvements, 
etc., and that as a consequence they have been running behind 
recently. These remarkable increases in maintenance charges 
suggest the possibility of building betterments and improvements 
and charging them to operating expenses. If that be possible 
then a declining net revenue and net income would be shown 
without any loss to the carrier, and the result—a mere matter 
of bookkeeping—could be used for certain very obvious purposes. 

“We find under existing accounting rules that it is possible to 
charge many expenditures to operating expenses under the head 
of maintenance, that can also legitimately be charged to additions 
and betterments, according to whatever course may chance to 
suit the policy of the company. Sufficient doubt exists as to the 
interpretation of some of these rules as to give room for various 
courses of action. In addition to this, the rate of renewals from 
year to year is subject to the control and policy of the company 
officials. Maintenance expenditures can be delayed from year 
to year, or several years could be packed in one year. 

“The agitation for this proposed advance in rates started in 
1913. Maintenance charges for western district railroads for 
that year were larger than for any previous year in their his- 
tory. This exhibit discloses the remarkable fact that in every in- 
stance where there is a decline in net revenues, comparing 1914 
with 1912, the increase in maintenance exceeds the decrease in net 
revenues with only one exception, the Chicago & Alton Railroad.” 

U. G. Powell, rate expert, and in charge of accounts for the 
Nebraska Railroad Commission, introduced several bound vol- 
umes of statistical exhibits, to show, he said, “that the exhibits 
introduced by the carriers do not correctly show the true com- 
parisons between the period since 1907, when the accounting rules 
of the Interstate Commerce Commission became effective, and the 
eight-year period prior thereto, because in the prior period a 
very large amount of additions and betterments were paid out 
of surplus and charged to profit and loss, and in the latter period 
were charged to property investment. 

“The special study made by me of six roads, to wit: Santa Fe, 
Burlington, Milwaukee, North Western, Rock Island and the 
Katy, which own 49,006 miles of road, or over 50 per cent of 
the mileage of the roads involved in this controversy shows that, 
in the period 1898 to 1906, $86,220,421 was the combined surplus 
earnings of said roads used in additions and betterments not 
shown in the property investment account, and that, in the period 
1907 to 1914, not only was surplus so applied, charged to property 
investment account, but that the carriers in addition charged off 
as a part of operating expense an arbitrary depreciation charge 
of $67,098,737. While this amount is deducted arbitrarily by the 
carriers from their income it is not carried on their books as 
an actual liability against the assets of the companies. 

“The depreciation fund so created is not generally speaking 
used in the replacement of property worn out or displaced. The 
present rules provide that all property worn out or replaced may 
be and it is charged to repairs. The carriers geneally speaking 
use the depreciation fund so created in additions and betterments 
which are charged to property investment account. 

“In substance the study shows that the six roads in question 
had a net income over and above all expenses sufficient to pay an 
average return of 7.51 per cent in the first eight-year period, and 
8.02 per cent in the last eight-year period on all property invest- 
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ment excluding so much thereof as was paid for out of surplus 
earnings and an average return of 6.13 per cent for the first 
eight-year period, and 6.06 per cent for the last eight-year pe- 
riod shown by the carriers’ own balance sheet. If the $86,220,- 
421.82 charged by the carriers to their profit and loss account 
in the first eight-year period were carried in their property in- 
vestment account as required and done in the second period, the 
average rate of return on all property investment would be 
greater in the latter period than the former. 

“The net surplus of the six roads in question after paying 
all operating expenses, taxes, interest and dividends .in the first 
eight-year period was $190,681,161.60, and in the second period 
$228,412,885.69, or a total for the entire period of $419,094,047.29,” 

Cross-examination of Mr. Powell by Mr. Wright showed that 
by deducting improvements and additions paid for out of surplus 
the value of the Burlington figured out $3,000 per mile less in 
1914 than in 1899, $30,000 per mile against $33,000 per mile. The 
witness’ figures also showed the value of the Rock Island at 
$2,000 less per mile than 15 years ago. Mr. Wright asked if he 
considered his six roads representative. Mr. Powell said they 
cover the territory, but admitted that a larger list would have been 
more representative. He said he had not included some of the 
roads in the hands of receivers because their condition was the 
result of improper location. 

D. F. Jurgensen, chief engineer of the Minnesota Railroad & 
Warehouse Commission, testified as to a large number of ex- 
hibits based on the state appraisals of railroad properties in 
Michigan, Minnesota, Wisconsin, Nebraska and South Dakota 
to show that the capitalization of the roads not only exceeds the 
present value but the book cost as well. Other exhibits were pre- 
sented to show that the depreciation reserve set up to take care 
of obsolescence of equipment and to maintain the railroad proper- 
ties had not been so used but had been expended for additions 
and betterments. Mr. Jurgensen said that the capital stock and 
funded debt outstanding, apportioned on a main line mileage 
basis to the states in which the appraisals were made, averages 
$56,198 per mile of main line and the book cost reported by 
the railroads averages $51,398 per mile, and that the book cost is 
$139,093,327 less than the capital stock and funded debt outstand- 
ing, while the depreciated book cost is $455,333.754 less than the 
capital stock and funded debt, representing a value of $40,485 
per mile. The present cost of the property within the five states, 
as compiled by him from the state valuations, not including 
depreciation but including an allowance for general expenditures, 
he said, is $445,787,430 less than the capital stock and funded debt 
outstanding. This cost represents $40,815 per mile. The present 
depreciated cost, including general expenditures, he figured at 
$691,659,626 less than the capital stock and funded debt appor- 
tioned to these states. This depreciation cost represents $32,330 
a mile. 

On cross-examination Mr. Wright showed that these figures 
took the value of railway property in states where their lines 
were the cheapest and applying those figures to the entire line, 
and that as to the North Western the witness’ figures had been 
taken from states where the road was largely single track, while 
in states where it was double-tracked and had expensive terf- 
minals no valuation had been made. 


ADDITIONAL EVIDENCE FOR CARRIERS 


Depressed and subnormal rates prevailing on import traffic 
from the Gulf of Mexico, forced by competition with direct rates 
from Europe via North Atlantic ports, and the fact that import 
rates from these North Atlantic ports, the main depressing fac- 
tor, already have been raised, disturbing the relationship, were 
given as reasons why gulf lines are asking permission to increase 
import rates from gulf ports. W. M. Rhett, assistant to freight 
traffic manager of the Illinois Central, in charge of foreign busi- 
ness, took the stand on Saturday, April 3, to justify the proposed 
advances. The increases range from 4 cent to 5 cents per 100 Ib., 
and apply on imported commodities, such as sulphate of ammonia, 
chalk, clay, potash and other fertilizer material, fuller’s earth, 
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glycerine, magnesite, spelter, vegetable tallow, whiting, brewer's 
rice, pig lead, crockery and earthenware, sisal, flax waste sweep- 
ings, linoleum, hemp and manila. The advances apply to inter- 
state points, Mr. Rhett testifying as to points east of the Mis- 
sissippi river, including St. Louis. 

“Even with the advances,” said Mr: Rhett, “we would still be 


far below the normal basis. The first-class domestic rate, New 
Orleans to Chicago, is $1.10, being a normal first-class rate. The 
import rate is only 57 cents, forced by an 18-cent differential 
under the 75-cent rate from New York. If 75 cents is reasonable 
from North Atlantic ports, surely 57 cents is reasonable for prac- 
tically the same distance from the gulf. Low rates have been 
necessary to induce traffic to move via the longer route through gulf 
ports. Import rates thus are in a depressed and subnormal con- 
dition to meet competition from New York. How potent is com- 
petition is shown by the fact that the import tonnage from 
Europe to competitive territory moves 78 per cent through North 
Atlantic ports and 22 per cent through gulf ports. The total 
added revenue which would accrue from the proposed advances 
to the gulf lines would be only about $50,000 yearly.” 

J. W. Allen, assistant general freight agent of the Missouri, 
Kansas & Texas, and C. C. P. Rausch, assistant general freight 
agents of the Missouri Pacific, corroborated Mr. Rhett’s testimony 
largely as to points west of the Mississippi river. 

B. J. Rowe, coal traffic manager of the Illinois Central, tes- 
tified as to the reasonableness of proposed advances in coal rates 
from Illinois and Indiana mines and Chicago to Iowa, Missouri, 
Minnesota, Wisconsin and the Dakotas. The advances in general 
are 5 cents a ton to central and southern Wisconsin; 10 cents a 
ton to points on the west bank of the Mississippi river and west 
thereof in Iowa, Missouri, Minnesota and part of the Dakotas. 
In northern Minnesota and part of northern Dakota therg is a 
general revision of rates. 

“In this latter territory,” said Mr. Rowe, “the revision entails 
reductions as well as increases and there are, in fact, more re- 
ductions than advances. Taking this western territory as a 
whole, the advance averages 7.95 cents per ton.” 


The proposed advanced rates on bituminous coal to Missouri 
river states would earn, in all cases, less per ton mile than present 
rates to various representative states west of the Missouri river 
on hauls of about the same length, according to C. E. Warner, 
assistant general freight agent of the Missouri Pacific, who testi- 
fied on Monday. Rates to those cities west of the Missouri have 
been advanced, the witness testified, and the readjustment is 
asked east of the river to bring this territory to a more self- 
sustaining basis. Mr. Warner took the stand to justify the 
proposed advances of 10 cents per ton from coal mines in Mis- 
souri, Kansas, Arkansas and eastern Oklahoma to Missouri 
river states. He introduced exhibits showing rates from south- 
ern Kansas and southwestern Missouri and other mining districts 
showing distances and the proposed rates, bringing out the fact 
that the commodity rate on coal, which belongs properly to Class 
D, is far below the rate prevailing on lower Class E, which 
covers such articles as sand, brick and sewer pipe. 

Eugene McAuliffe, general coal agent of St. Louis & San 
Francisco, presented additional exhibits showing the cost of as- 
sembling and transportating bituminous coal. “Figures covering 
16 railways,” he said, “show that bituminous coal is 28.57 per 
cent of the total revenue freight tonnage. The revenue there- 
from is 12.92 per cent of the total freight revenue, while the 
percentage of coal cars to total freight cars is 31.54 per cent, or 
27.18 per cent if cars used for company coal are deducted. This 
means that we handle 28.57 per cent of our freight tonnage, using 
27.18 per cent of our revenue freight car equipment, to get 12.92 
per cent of our freight revenue.” 

George H. Kummer, coal freight agent, of the Chicago & 
Eastern Illinois, testified that in the fiscal year 1914 the Chicago 
& Eastern Illinois handled 7,476,933 tons of bituminous coal, on 
which the yield was only $4,168,388. Total other freight handled 
was only 6,326,842 tons, but the yield therefrom was $7,155,904. 
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C. W. Galligan, general freight agent of the Chicago & Alton, 
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testified that rate wars in the past were largely responsible for 
the level of rates on bituminous coal prevailing on western rail- 
ways. His testimony referred to advances from Illinois and 
Indiana to Kansas City, Omaha and other Missouri river points. 

C. Haile, vice-president of the Missouri, Kansas & Texas, 
and C. E. Spens, assistant freight traffic manager of the 
Burlington, testified on Tuesday concerning livestock rates. 





CARRIERS SUBMIT NEW PLANS FOR ADJUST- 
MENT OF TRANSCONTINENTAL 
FREIGHT RATES 


Traffic officers of the western transcontinental lines will ap- 
pear at a hearing before Examiner Thurtell of the Interstate 
Commerce Commission at Washington on April 12, to present 
new plans for the adjustment of trancontinental rates. The re- 
port of the commission issued January 29, respecting commodity 
rates to Pacific coast terminals and intermediate points, in which 
relief was allowed from the fourth section to enable the car- 
riers to meet water competition on a large number of commod- 
ities designated as Schedule C, on which the water compe- 
tition is especially keen, directed the carriers to submit within 
60 days a plan for the adjustment of rates to so-called back- 
haul points. 

The lines leading to California terminals have submitted the 
following plan for making rates from eastern defined territory 
to such points. It is proposed to deduct from the terminal com- 
modity rate 7 cents per 100 Ib. on carload freight and 10 cents 
per 100 Ib. on 1. c. 1. freight for basing rates, to which are to be 
added the full local rates from the nearest terminal points to 
destination. This basis is to prevail eastward from the terminal 
points until the point is reached where the direct rate is the 
same as or less than this combination. In no case shall the rates 
to any back-haul points be less than to the terminal point. 

The plan submitted by the north coast lines provides that 
rates to points in Group 2, as shown in T. C. F. B. tariff 4-L 
shall be made by adding to the terminal rates not more than 5 
cents per 100 lb. per carload shipment, and 10 cents per 100 Ib. 
for less than carload shipment; that rates to points in Group 3, 
shall be made by using terminal basing rates, 5 cents on carload 
and 10 cents on less than carload shipments, less than the rates 
to Pacific coast terminals. To these basing rates shall be added 
the lowest rate applying from any Pacific coast terminal point, 
provided that the rate thus made shall not be less than the rate 
for similar shipments to Group 2 points, or more than the rate 
for similar shipments to Group 4 points. The Washington-Idaho 
line is to be the eastern boundary of Group 4, with the exception 
of points on the line of the Northern Pacific from Pullman, 
Wash., to Lewiston, Idaho, which are to be included in Group 4. 
Rates are to be made to points in Group 4 by the same method 
as to Group 3, except on a limited list of carload commodity 
rates embracing staple articles shipped by sea, upon which lower 
rates are necessary to insure direct movement from the East 
and permit reasonable competition in the distribution from 
Group 4 points, as against shipment by sea, and subsequent dis- 
tribution of the same commodities from Pacific coast ports. 

This list of commodities, designated as Schedule C-2, includes 
canned goods, coffee, iron and steel articles, concentrated lye, 
paper, soap and starch. In the republication of tariff 4-L an 
additional group is to be provided to include those points on 
each road which are situated east of the east boundary of Group 
4, as above described, and west of the Idaho-Montana state line. 
The rates to points in this group, No. 5, are to be made in the 
same manner as rates to points in Group 4, except that the rates 
on the commodities named in Schedule C-2 shall be 10 cents per 
100 1b. higher than the rates on the same commodities to points 
in Group 4. 

Rates from eastern defined territory to points east of the east- 
ern boundary of Group 5 are to be limited by the maxima pre- 
scribed in the report of the commission, but the rates on the 
Schedule C-2 commodities are to be not more than 10 cents 
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higher than the rates on the commodities to points in Group 5. 

The carriers have also petitioned the commission for a modi- 
fication of that part of its order which fixes maximum commod- 
ity rates on less than carload shipments from Missouri river 
points to points intermediate to the Pacific coast. They have 
asked for authority to establish as maxima on less than carload 
commodities from the Missouri river to Intermountain territory 
rates made by taking 80 per cent of the present class rates from 
the Missouri river to Reno, Phoenix and Spokane. They further 
propose that rates from points east of the Missouri river may 
be made by adding to the rates above named the differentials pre- 
scribed by the commission in its report. 

The commission has extended the effective date of its order on 
Schedule C from May 1 to June 1. A very large number of 
shippers in the middle western states have written to the com- 
mission, asking that their commodities be included in the list 
on which reductions may be made to the Pacific coast terminals 
in order to meet water competition, on the ground that they 
cannot otherwise meet the competition of shippers located near 
the eastern seaboard, who are in a position to ship via the 
Panama canal. In giving their reasons to the commission for 
the petition for a modification of the order on 1. c. 1. shipments, 
the carriers point out that they would hesitate to grant Chicago, 
St. Louis and other interior communities, rates to Pacific coast 
terminals upon less than carload shipments that they are asking 
for and which the carriers believe are necessary, because of the 
effect such rates would have upon their intermediate revenues, 
and that a curtailment of the list of 1. c. 1. rates now proposed 
in Schedule C, and denial to make such further additions as 
middle west shippers are asking for and which carriers are 
willing to grant, if protected against excessive reductions at 
intermediate points, would cause many complaints to both the 
commission and the carriers. The maxima suggested by the 
carriers they point out, would put the railroads in a position 
where they would not be embarrassed in granting applications 
to interior shippers for 1. c. 1. commodity rates to terminal 
points. 

The railroads have also discussed a‘revision of some of their 
other rates to the coast terminals with a view to adding to the 
list of commodities in Schedule C on which relief was granted 
in the order, but difficulties have appeared and it is somewhat 
doubtful whether the list will be extended. It is proposed to 
publish the reduced rates on Schedule C commodities as soon 
as possible after the hearing. 


INVESTIGATION OF WAGES PAID BY PULLMAN 
COMPANY 


The United States Commission on Industrial Relations be- 
gan a hearing in Chicago on Monday for the purpose of in- 
vestigating the wages and conditions of employment of 
Pullman conductors and porters. L. H. Hungerford, general 
manager of the Pullman Company, was the principal witness 
the first day. He said the company employs about 2,500 
conductors and 6,500 porters; that conductors are paid from 
$70 to $95 a month, with somewhat higher pay for special 
trains, and porters from a minimum of $27.50 a month on 
ordinary runs and $35 on tourist sleeping cars to $49.50 on 
private cars. All car service employees with clear records 
also receive an extra month’s pay at the end of the year. 
Asked if the company expected its porters to bring their pay 
up to a living wage by “holding up” the public, Mr. Hunger- 
ford said that undoubtedly the porter takes tips into con- 
sideration in seeking employment at that rate of pay, but 
that the Pullman Company did not invent tipping, and simply 
accepts conditions as it finds them and pays what wages it 
has to to carry on the business. 

As to the wages of conductors, he said that although they 
often work long hours they have nothing like the respon- 
sibility of a train conductor, for example, and have practically 
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no more responsibility than the passenger who travels for 
pleasure. No previous experience is required and energetic 
young men have an opportunity for promotion in the service 
of the company. Ninety per cent of their. district superin- 
tendents and their assistants and other officers have been con- 
ductors. Chairman Walsh asked if it was reasonable for any 
concern not to pay its employees a living wage and whether 
tipping ought not to be made unlawful. Mr. Hungerford 
said that that was too comprehensive a question for him to 
discuss. Mr. Walsh read into the records a large number of 
letters of complaints from Pullman employees objecting to 
long hours and low pay, and Mr. Hungerford was asked to 
discuss the points raised. He said that if conditions were 
so bad he did not understand why they had so many appli- 
cants for work and why if a man was discharged he tried so 
hard to be reinstated. Of the total number of porters, 1,721, 
or about one-fourth, have been in service 10 years or over 
and 1,704 have been in service between 5 and 10 years, making 
3,425 out of the 6,500 that have been in service five years or 
more. 

Mr. Hungerford said that as far as he had been able to as- 
certain the men in the company’s employ were satisfied with 
their work, although he said the men may not be fully satis- 
fied as to wages; few large bodies of workers are. Mr. Walsh 
brought out that two petitions had been sent to the company 
signed by conductors and porters asking for an increase in 
wages, one in June, 1912, and one in January, 1914. Mr. 
Hungerford said that these had been instigated by men outside 
of the service and that the company had not replied to them 
hecause there was no way of replying, except to issue a gen- 
eral circular. He said the petitions related entirely to wages 
and that the company had not received any general complaint 
about conditions of employment. Meetings were held in each 
district every three months with the employees and they had 
any opportunity to bring up suggestions for changes. Pre- 
miums were given for suggestions for the improvement of the 
service, and any or all employees had an opportunity to pre- 
sent any grievance to the officers. He also described the relief 
and pension systems of the company. 

The principal grievances mentioned in the letters from em- 
ployees were that they had longer runs and received less pay 
than train conductors, that on some runs they are only 
allowed 4 hours of sleep out of 24, insufficient layovers, and 
the fact that the cost of lost linen and supplies is sometimes 
deducted from their wages. Mr. Hungerford said that he did 
not believe in long runs and had reduced them wherever pos- 
sible. He hoped to straighten out the entire situation some 
day. He said porters were not required to pay for small ar- 
ticles or linen lost, unless the loss was due to a clear case of 
negligence. 

Mr. Hungerford was followed by R. W. Bell, a former 
Pullman conductor, who said he had been dismissed from the 
service for attempting to organize a Pullman conductors’ and 
porters’ federation. 


IMPORTANCE OF Rute F.—A large per cent of loss of life and 
money could be saved and a corresponding number of good men 
who lose their positions could be saved, if men would report 
flagrant violations of the rules. I have often tried to figure out 
why this was not done more frequently and have about reached 
the conclusion it is for the want of backbone more than anything 
else. I know a number of men who report employees who have 
not carried out the rules, in cases, too, where no trouble was 
caused, but which sooner or later would result in trouble. Each 
man I have in mind is a man who carries out the rules himself 
and is known by all the men as a good man. No one ever 
criticizes these men; it is realized they have done the right thing 
and there is not room for criticism. Live up to the rules your- 
self, be strong and you can help yourself as well as the company 
by reporting men who are negligent and careless.—E. H. Daniel 
in the Railroad Herald. 














Reconstruction of the Jersey City Terminal Yards 


C. R.R. of N. J. Is Enlarging and Rearranging Its Facil- 
ities and Installing Electro-Pneumatic Interlocking 


The extensive rearrangement and enlargement of the Jersey 
City passenger terminal of the Central Railroad of New Jersey, 
which was undertaken in 1912 to secure increased capacity and 
greater facility of operation is now practically completed. ‘This 
project has involved the reconstruction of the ferry house, sta- 
tion building, ferry and train concourses and train shed, the 
construction of a new engine terminal at Communipaw, about 
one mile west of the station, the rearrangement and enlarge- 
ment of the coach yard with the auxiliary shop buildings, the 
addition of new main tracks to Communipaw and the instal- 
lation of a new electro-pneumatic interlocking system covering 
the entire terminal. The improvements effected in the ferry 
house, station building, concourses and train shed, were de- 
scribed in the Railway Age Gazette of July 18, 1913, and No- 
vember 6, 1914, and an article in the issue of June 26, 1914, was 
devoted to the new engine terminal. The changes in yard 
facilities and interlocking are described in the following pages. 

TRAFFIC 

As mentioned in the description of the station improvement, 

this terminal is used by the Philadelphia & Reading, the Bal- 


NATURE OF IMPROVEMENTS 

The old layout consisted of 14 station tracks, 12 of which 
were under a shed and 2 main line tracks and 2 Newark 
branch tracks, the latter paralleling the main line as far as 
the junction with this branch at Communipaw. The pas- 
senger engines were handled in a terminal north of the main 
line near this junction, which was not ample in capacity or 
convenient in location or arrangement. The coach yards 
were located on a narrow strip between the engine terminal 
and the station north of the main tracks, as all property 
south of these tracks was occupied by the freight terminal. 
These limited quarters made necessary a 12-ft. spacing be- 
tween tracks and the cleaning facilities provided could not 
be as convenient as the large number of cars handled war- 
ranted. In addition, it was necessary to cross the main line 
with all empty coaches moving between the yards and the 
southerly station tracks. The operation of switches and sig- 
nals in the old terminal was controlled from two mechanical 
interlocking plants. 


In planning for the improvement it was desired to pro- 
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The Throat of the Yard Looking Towards the Station 
Bridge. 


timore & Ohio and the Lehigh Valley, in addition to the Central 
of New Jersey. The maximum number of scheduled trains in 
24 hours is about 200 each way. The Reading and the Baltimore 
& Ohio trains are operated by the Jersey Central in the same 
Way as its own service, but the Lehigh Valley with about 12 
trains each way daily, operates separately, using the Jersey Cen- 
tral tracks for about 10 miles. As the Jersey Central has a heavy 
suburban business, the number of trains is much greater than 
normal during the morning and evening rush hours, and as all 
passengers use the ferry boat service between the station and 
New York City, schedules are arranged in many cases so that 
several trains will arrive or depart at a time that will allow 
close boat connections, thus further aggravating the tendency 
to congestion during certain parts of the rush hours. The maxi- 
mum number of trains regularly handled into and out of the 
Station in one hour is about 38. In addition to these sched- 
uled trains a large number of movements are necessary in 
making up trains from the coach yard, pulling out empty 
trains after their inbound runs, and in handling locomotives 
to and from the engine terminal. 





The New Signal Tower on the Right Is Partially Hidden by the Signal 
The Car Repair Shed and Shop Buildings Are Shown on the Left 


vide additional main line and branch tracks to Communipaw, 
to replace the engine terminal by more commodious facili- 
ties, to enlarge and rearrange the coach yards, and to re- 
place the mechanical interlocking by a system that would 
better safeguard and facilitate the operation of the terminal. 
The new layout includes 20 station tracks under the new shed 
and 4 main line and 3 Newark branch tracks to Communipaw. 
The second outbound Newark branch track was added in or- 
der to allow a heavy through train operating over the New- 
ark branch and a Newark suburban train scheduled to leave 
at the same time to pull out together and both keep moving. 
The lighter train can reach Communipaw and make the sta- 
tion stop while the other train is reaching that point and 
passing it a sufficient distance to allow both to proceed at a 
safe interval on the same track. In addition to the Lehigh 
Valley and suburban trains a few Jersey Central trains for 
the main line and points on the shore branches are operated 


over this branch, connecting with the main line again at 
Elizabethport. 
The new engine terminal was located south of the main 
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line and consolidated with the facilities for handling freight 
engines. This terminal is connected with the main inter- 
locking plant by two engine leads which are operated left- 
handed. Between 225 and 300 freight and passenger engines 
are handled at this combined terminal daily. 

The reconstructed yard north of the main line has a ca- 
pacity of about 350 coaches, 100 additional can be stored in a 
new yard located south of the main tracks, and a third yard 
about one mile further west is used as an overflow yard. The 
track spacing in the new north yard is 14 ft. in general with 
alternate spaces of 17 ft. in the Pullman car-cleaning yard. 
A new repair shed, store house, oil house, shop, Pullman 
building and rest house have been built adjacent to the clean- 
ing-yard and new service lines for gas, steam, water and 
vacuum and plug outlets for charging the storage batteries on 
the electric-lighted coaches have been installed throughout 
the yards. The facilities also include a new shed large 
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Looking West Through the Throat of the Yard Showing Double 
Crossed Ladders 


enough to shelter two private cars. All Lehigh Valley equip- 
ment is cared for in a separate yard on adjacent property to 
the north, reached by a lead through the Central of New 
Jersey yard. 

The track layout in the main interlocking plant, known as 
“A” and located at the head of the train shed consists of a 
nine-track throat. across which extend four ladders, two in 
each direction. At the west end two of the ladders are ex- 
tended to the north to include four yard receiving tracks. At 
the east end where the layout is expanded to embrace the 
20 train shed tracks, the four main ladders are supplemented 
by five additional ladders, two on the north side and three 
on the south. The layout provides for connections between 
the seven northerly train shed tracks and the north yard and 
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the ten southerly tracks and the south yard outside of the 
limits of the main throat. It is possible to make simul- 
taneously six moves between the train shed tracks and the 
coach yards, and at the same time make four moves between 
the main line and central train shed tracks. 

The terminal interlocking is divided into three plants, A, 
at the throat of the yard, built new as part of the terminal 
improvement; B, at the engine terminal, built in connection 
with the new work at that point, and C, at the junction of the 
main line and the Newark branch, altered to conform to the 
new standards. 

The work of reconstructing these yards had to be handled 
in stages in order to avoid interference to traffic. During 
the reconstruction of the train shed and station tracks, nu- 
merous temporary changes in the throat of the yard were 
necessary and a 29-lever electro-pneumatic interlocking ma- 
chine was installed in the old tower 1 to control the added 
functions. When the new engine terminal was put in serv- 
ice in May, 1914, some track and interlocking changes were 
made at the old tower 2 to get engines in and out of the 
new layout. At this stage, however, it was necessary in 
many cases for an engine to run to Communipaw and back, as 
it was impossible to reach the northerly five station tracks 
The next step was to connect 
up the new engine leads and complete as much as possible 
of the permanent work in the throat of the yard. This step 
required the installation of 23 double slip switches and the 
functions included represented about 40 per cent of the oper- 
ated units in the new plant A. The new westerly coach yard 
was also built during this stage. The control of this portion 
of the plant was turned over to the new tower on November 
9, allowing engines to move directly to and from the engine 
terminal. 

The next move was to connect up the newly completed 
coach yard with the running tracks, placing the functions 
under control of the new interlocking plant and putting the 
old tower 2 entirely out of service. This was completed De- 
cember 27, At the same time a temporary lead to the Lehigh 
Valley coach yard was installed. The remaining steps con- 
sisted of connecting up the northerly five house tracks with 
the double crossed ladders, then the southerly six tracks and 
two additional northerly tracks, and finally the middle seven. 
These stages were placed in service on January 24, Febru- 
ary 28 and March 20, respectively. At the same time the 
remaining coach yards were completed in sections, the per- 
manent lead to the Lehigh Valley yard was put in, and the 
new shops and service lines were completed. The changes 
to the interlocking at tower C were made after the com- 
pletion of tower A. 


YARDS, SHOPS AND SERVICE LINES 

The main tracks are laid with 100-lb. A. R. A. section-A 
rail, tie-plates, creosoted yellow pine ties and switch tim- 
bers and stone ballast. The yard tracks are of 90-lb. or 80- 
lb. relaying rail on creosoted ties in cinder ballast. Duquesne 
rail joints and Keystone insulated joints are used throughout. 
No. 9 turnouts are standard with rail-bound manganese 
frogs and manganese switchpoints for main line switches. 
All crossing frogs within the interlocking limits are of solid 
manganese. 

The drainage in the yard is collected by 6-in. lateral drains 
under the tracks leading to sewers along each side of the 
yard which empty into a 24-in. outfall sewer. The lateral 
drains are of cast iron under the tracks and vitrified clay be- 
tween, laid with open joints. Catch basins are located at 
frequent intervals to receive most of the surface run-off. 

The yard buildings and facilities include a repair shop 180 
ft. long with a single track over a full-length pit and a cross 
drop pit in the center, a space for wheel storage, a two-story 
shop with offices on the upper floor, an oil house equipped 
with eight tanks and a pumping system installed by the 
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Wayne Oil 
storehouse, Pullman building and rest house, with a canti- 
levered concrete material platform. The car repair shed is an 
structure with wooden 
The upper portion of the sides is sheeted 


Tank & Pump Company, Fort Wayne, Ind., a 


open steel frame roof covered by a 


prepared roofing 
with asbestos covered with corrugated iron and on the side 
facing the street the lower portion is filled in with a concrete 
wall. The other buildings are of concrete and hollow tile 
construction on piles 80 to 85 ft. long. A floor construction 
that is strong and at the same time light and inexpensive was 
adopted, consisting of of hollow tile embedded in the 
lower portion of the concrete floor at intervals about equal 
to the width of the tile. 

All coach yards are equipped with air, gas, steam, water 
The steam line was designed with more 


lines 


and vacuum lines. 
than the usual care with a view to economizing steam in the 


numerous long runs. No pipes less than 6 in. in diameter 
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of the Railway Signal Association. Since all movements 
within the the terminal are at moderate speed 
the high speed blade was omitted in plants A and B. At 
tower A, the upper of the two arms governs moves over all 
routes fully equipped with track circuits and the lower arm 
is used for closing in when the section of track to be entered 
is occupied. The signals in the plant at tower C are arranged 
to indicate for high speed main line movements. 

In the plant at tower A, 16 signal bridges were required, 
three of these being of considerable length. One spans 10 
tracks, another 11 tracks, and a third 10 with an additional 
two-track cantilever end. The signals are the Union Switch 
& Signal Company’s three-position upper-quadrant electro- 
pneumatic type tandem The lower 
blades are suspended below the upper chord in all bridge 
The upper blades are semi-automatic and 
The signals are electric- 


limits of 


employing cylinders. 


mounted signals. 


the lower are non-automatic. 








~ 


Two of the Long Signal Bridges in the Jersey City Terminal. 








The One on the Left Spans Ten Tracks and Has a Two-Track 


Cantilever End 


are used, all being of extra heavy galvanized pipe covered 
with asbestos and encased in cast iron pipe with lead caulked 
joints. The steam is supplied both from the Communipaw 
power plant and the service building at the station, the dis- 
tributing lines being connected so that they can be supplied 
from either end. The air is also supplied from both ends, the 
vacuum from the service building and the Pintsch gas from 
a plant near the terminal. All electric wires, including the 
Western Union, telephone and power lines are located under- 
ground in lead covered cables in wrought iron conduits en- 
cased in concrete. 


INTERLOCKING 


All train movements are controlled by three-position upper- 
quadrant speed signalling conforming to the recommendations 


lighted by Dressel lamps and the semaphore blades are the 
“Saco” enameled steel type. 

The new tower A is a steel frame structure with brick 
walls supported on piles driven about 65 ft. to rock, cut off 
at low water level and capped by reinforced concrete beams. 
The floors are of concrete, the upper one being finished with 
Taylorite surface and wainscoting. The roof is of slate with 
copper cornice and Lupton steel sash are provided for all 
windows, making the building fireproof throughout with the 
exception of the wooden relay rack. 

The interlocking machine is the Union Switch & Signal 
Company’s electro-pneumatic type with a number of im- 
proved features. It has a 179-lever frame in an enameled steel 
case. Lever light indicators are provided for all switch and 
signal levers to show the condition of track, signal and de- 
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tector circuits. These lights directly under the levers give 
the lever men the information needed without the use of an 
illuminated track diagram. A push button is also provided 
below each signal lever which, with this lever reversed, oper- 
ates the lower arm as a calling on signal for slow speed 
movements when the route to be taken is occupied. This 
push button when depressed remains in that position, elimi- 
nating stick relays. The levers are also improved by the ap- 
plication of a latch depressor which insures that time will 
be allowed in throwing them for the latch to drop. A flash- 
ing light indication is momentarily given when a signal has 
gone to the clear position or started for the danger position. 
The flashers are located under the signal levers. 

Probably the most important change in design of this ma- 
chine is the system by which all of the combinations needed 
in this large plant can be made on two vertical combination 
plates. This is accomplished by connecting through a link 
arrangement, the lower end of a roller which is not long 
enough to carry all the necessary contacts with some other 
roller with spare space. A change has also been made in 
the design of the electric lock on the lever, making it pos- 
sible to equip adjoining levers with three locks each. The 
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Interior of Tower “A” Showing the 179-Lever Electro-Pneumatic 
Machine and in the Distance Various Indicators 
Over the Train Director’s Desk 


third lock is sometimes desirable for a traffic lock, for ex- 
ample. 

The plant is equipped with switch detector circuits, advance 
route locking, approach locking, approach indicator lights and 
bells, train describing instruments, an indicator showing 
which, if either of the two receiving tracks alongside the coach 
yards is occupied, an  electro-pneumatic whistle for con- 
trolling the movements of trains in emergencies and a com- 
plete telephone system between signal bridges, relay loca- 
tions, work shops, etc., to allow the maintainers to keep in 
touch with the tower at all times. The train-starting system 
Providing for intercommunications between the ferry master, 
gatemen, conductors and towermen was mentioned in the 
Previous article. 

The power for operating the three interlocking plants is 
secured normally from the company’s power house at Com- 
Munipaw. Single-phase, 60-cycle, alternating current is re- 
ceived at 550 volts and compressed air at 100 lb. at the com- 
Pressor, An alternate source of electric power is furnished 
by a connection with the Public Service Company’s 2.200-volt 
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line through a transformer which reduces this voltage to 550, 
and the compressed air can also be supplied from the service 
building north of the station. An automatic switch in each 
tower cuts in the Public Service circuit immediately if the 
company line is de-energized and when power returns to 
this line the switch immediately connects the plant to it 
again. Duplicate installations of four séts of 12 cells each of 
Edison storage battery charged by a mercury arc rectifier 
supply direct current for the operation of switch and signal 
circuits. 

The 550-volt current is transformed in the tower to 110 
volts and distributed at that voltage for operating track cir- 
cuits and for tower and signal lighting. Each track circuit is 
fed by an individual air-cooled transformer of the reactive 
type mounted in an iron housing, thus eliminating all re- 
sistance or reactance coils. The 110-volt current is stepped 
down to 12 volts for signal lighting by a small air-cooled 
transformer at each bridge or signal location. This arrange- 
ment permits the use of 12-volt, 2'%4-watt lamps in the sig- 
nals controlled through Signal Accessories Company auto- 
matic cut-in relays. The direct current supply is distributed 
throughout the plant to terminal boards from which the signal 
and switch movements are fed. 

The compressed air is distributed in a 2%4-in. main laid 
along each side of the yard and connected over each signal 
bridge with proper valves in the line to allow either main to 
supply all signals. All switch machines are also connected to 
both mains by 3%-in. pipe. All cables for the control of func- 
tions are Okonite lead-covered, laid in creosoted yellow pine 
conduits encased in a layer of clay with the top of conduit 18 
in. below the bottom of the ties. Concrete bootlegs are used 
for all track connections, two conductor cables being used in 
order to eliminate the inductive effect of the alternating cur- 
rent. 

All wires are brought into the tower in a gallery under the 
first floor from which they are carried up to Brach tagged 
R. S A. terminals on three terminal boards. The R. S. A. 
written circuits and wire numbering are used throughout. All 
conduits in the tower are lined with asbestos. The relay 
rack of standard wooden construction contains 404 relays in 
tower A. The U.S. & S. vane type relay is used for all track 
circuits on account of its quick release. 

At tower B all signals are two-position upper quadrant, 
the machine has 47 levers, the track circuits are alternating cur- 
rent and the system of power supply, lighting and distribu- 
tion is similar to that described at tower A. At tower C the 
signals were changed from two-position lower quadrant to 
three-position upper-quadrant, the 7l-lever machine was re- 
built and the track circuits changed from direct current to 
alternating current. The main tracks between towers A and 
C are protected by 22 automatic signals with 19 track cir- 
cuits. The track circuits are polarized and equipped with 
U. S. & S. model 12, three-position polyphase track relays. 

The buildings and the conduit lines in this improvement 
were built under contract by Westinghouse, Church, Kerr & 
Company, New York, the new interlocking towers were built 
by John W. Ferguson & Co., Paterson, N. J., the interlock- 
ing system was installed by the Union Switch & Signal Com- 
pany, Swissvale, Pa., and all track work and changes in the 
existing plants to keep them in service during the installation 
of the new plants was handled by company forces. The en- 
tire improvement was carried out under the general direction 
of W. G. Besler, president and general manager, and J. W. 
Meredith, general superintendent, and the personal super- 
vision, of J. O. Osgood, chief engineer and W. H. Higgins, 
signal engineer. 


Dinrnc Car ServickE oN EncitsH Raitways.—The English 
railways, which have recently made curtailments in their pas- 
senger services, are now considering withdrawing suspension 
of dining car service. 
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PROPOSED TERMINAL RAILWAY FOR 
JERSEY CITY 


A report has recently been prepared for the Jersey City 
Chamber of Commerce by F. Van Z. Lane, a consulting engi- 
neer of New York, proposing the construction of an indus- 
trial railway which will serve a large part of the water front 
section of Jersey City, not now well served by railways, and 
connect with the several trunk lines having terminals in that 
city. Jersey City not now having the legal power to con- 
struct or operate such a railway, the scheme is subject to the 
approval of the state legislature. The New Jersey Public 
Service Commission is said to given its informal 
approval. 

The project involves the construction of a double track 
main line through five miles of city streets along the water 
front from the Lackawanna terminals near the Jersey City- 
Hoboken line south to Caven Point avenue, a short distance 
below Communipaw, with a possible further extension south- 
ward to connect with the West Side Connecting Railroad 
which it is proposed to build along Newark Bay and the 
Hackensack river. The road will connect with all the trunk 


have 


lines, and in the several industrial districts which the line 
will serve there will be 16 miles of sidings and industry 
tracks. 


It is proposed to operate the railway by electricity, using 
overhead trolley or storage battery locomotives. The esti- 
mated cost is $1,500,000, including trackage, paving, etc. This 
cost may be borne in various ways. If it is borne by the city, 
20-year bonds may be issued at 5% per cent, whereupon 
there will be a yearly obligation of $116,250, including interest 
and sinking fund. The road may be operated by the city or 
leased to private parties. 

The railway may conceivably be built in three sections. It 
will serve a total area of over 15,000,000 sq. ft. of ground 
which, because of the transportation facilities given by the 
railroad, will possess great advantages for high grade ware- 
houses and manufacturing plants. It is claimed that the con- 
struction of the line will increase property values by at least 
$50,000,000 and that the railroads will gain greatly because 
of the increased freight business. 





ANNUAL REPORT OF BUREAU OF EXPLOSIVES 


The seventh annual report of the Bureau for the Safe Trans- 
portation of Explosives and Other Dangerous Articles, which 
has just been issued, shows that no person was killed in acci- 
dents in the transportation of explosives by railroads in the 
United States during the year ending December 31, 1914, and 
that the property loss was only $14,100; and Colonel B. W. 
Dunn, the chief inspector, estimates that the quantity of dan- 
gerous explosives transported during the year was about 300,000 
tons. Five persons were injured, but all of these injuries were 
in accidents where explosives had been concealed in the baggage 
of passengers by railroad. 

Fires and explosions in railroad transportation chargeable to 
accidents with all kinds of dangerous and semi-dangerous ar- 
ticles, caused a loss of $283,006; thirteen persons were killed and 
114 injured. One item, inflammable liquids, accounts for more 
than half this loss. The 28 inspectors of the bureau now main- 
tain a very thorough oversight of the transportation of dangerous 
articles and the record for safety is being constantly improved. 
The report gives a detailed list of 15 cases where cars contain- 
ing explosives were roughly treated. There is a mass. of in- 
formation concerning the causes of 452 fires on railroads oc- 
curring in matches, charcoal, acid, gasoline and other dangerous 
articles. Charcoal alone figured in 52 fires, doing damage 
amounting to $9,871, and a special investigation has been made 
of the causes of these fires. Details are given, in the same way, 
of fires reported in the transportation of gasolene, nitric acid 


RAILWAY AGE GAZETTE 





Vor. 58, No. 15 


and rubber scrap. Over 300 illustrated lectures have been given 
to railroad employees during the year. 

The total number of boxes of high explosives condemned as 
unsafe for transportation during 1914 was 4,949, about 800 less 
than in the preceding year; and of kegs of black powder 317, 
which is 78 more than in the preceding year. 

The chemical laboratory of the bureau’ made examinations 
during the year of 1,166 samples of explosives, inflammables, 
Cre. 

Appendixes, filling 70 large pages, contain a great amount of 
detailed information relating to the safe transportation of dan- 
gerous articles. 

The office of the bureau is at 30 Vesey street, New York 
City, and it now represents 397 railroads operating 263,922 
miles of road. N. D. Maher (N. & W.) is president, and W. F. 
Allen is secretary. 


RAILROAD REGULATION* 


By SENAToR JoHN W. WEEKS. 


If the control of the railroads given to the Interstate Com- 
merce Commission were wise and competent, with definite limita- 
tions, the situation would, in my judgment, be extremely un- 
healthy; but it is even more so under present conditions, for the 
Commission now feels that it is hampered and restricted by the 
Statutes so that it cannot deal with the railroads as would be 
done by the officers of a large corporation. The railroads have 
to face contradictory orders from the courts, the Interstate 
Commission and State Commissions. During a discussion of 
the trade commission bill in the Senate a resolution was intro- 
duced, inquiring of the attorney-general why he had not pro- 
ceeded to bring suit to dissolve the New York Central, Lake 
Shore and West Shore railroads. An examination of railroad 
consolidations since the passage of the act demonstrated that 
there have been 1,845, and the inquiry was naturally made if it is 
wise to dissolve the corporations referred to, why would it not 
be equally wise to broaden it so that it would apply to all con- 
solidations? As a matter of fact they have been winked at by 
the department of justice. 

I have recently been a member of the Commission to study 
and determine the rate of pay which railroads should receive 
for transporting the mails. These studies have convinced me 
that the railroads are carrying passengers, including mail and 
express, without profit; that an actual loss is incurred in many 
cases; and yet the rate for pasesnger service within the states 
are controlled by state regulation and in many cases the rates 
are fixed by law. Substantially speaking, the only profit made 
by railroads under present conditions comes from their freight 
service. The Interstate Commerce Commission has power to 
fix, or pass upon interstate rates, and the Commission takes the 
general ground that in approving rates it cannot base its action 
on general conditions or the requirements of any particular time, 
but that there must be a fair return upon the capital actually in- 
vested. 

Physical valuation of the railroads is now being conducted by 
Charles A. Prouty at an expense of $50,000,000. Mr. Prouty 
has stated that it would take at least ten years to complete that 
valuation and that in the meantime he thought there would be 
no proper basis on which to fix freight rates. Of course that 
calculation would mean strangulation of the activities of the 
country, if not receiverships, for the larger part of our rail- 
road mileage. 

The results from this valuation are almost certain to be of no 
real value in connection with the rate problem and the cost of 
$35,000,000 to the railroads, in addition to the $15,000,000 to the 
public, must be paid for by increased rates or taxes, so that in 
the final analysis it will be another element in the increased cost 
of living. 


ee 
*From an address before the Illinois Manufacturers’ Association at Chi- 
cago on December 8, 1914. 





Simple Pacific Type Locomotive for the Santa Fe 























Ziven 
ys F or Oil Burning Service; Ample Boiler Capacity for Trac- 
317, tive Effort of 41,000 lb.; Axle Load Limited to 58,000 lb. 
Hotel The Atchison, Topeka & Santa Fe has recently received are set with a lead of one-quarter inch and cut off at 87 per 
bles from the Baldwin Locomotive Works a simple Pacific type cent when in full gear. The valve motion is reversed by means 
locomotive, which at the present time forms a part of the ex- of the Ragonnet power reverse gear. 
it of hibit of the builders at the Panama-Pacific International Ex- The steel frames are each cast in two sections with the 
dan- position at San Francisco, Cal. It is the first single expansion splice located back of the rear driving pedestals, the main sec- 
engine to be built for passenger service on the Santa Fe sys- tions having a width of 5 in. The splice has a slab fit with a 
York tem in some years. large bearing area and is secured by 18 horizontal 1% in. bolts 
3,922 The locomotive is designed to develop the maximum pos- and a pair of vertical keys. A substantial system of transverse 
IF sible capacity within a limiting rail load of 58,000 lb. per pair frame bracing is applied. ‘The guide bearer brace which is a 
of driving wheels, and the total weight on the driving wheels large steel casting, extends the full depth of the leading driv- 
of 172,500 lb. closely approaches this limit. The design was ing pedestals, serving as a fulcrum for the driving-brake shaft, 
prepared conjointly by the railway company and the builder and the valve motion bearer, which is located midway between 
and, as in all recent Santa Fe locomotives, the details have been the front and main driving pedestals, has a long bearing on the 
designed to interchange as far as practicable with those of upper frame rail. A similar brace supporting a waist sheet is 
locomotives already in service. The new locomotive develops placed between the main and rear driving pedestals. A deep 
ome a tractive effort of 41,000 lb., with a factor of adhesion of 4.2, brace is also applied at the main pedestal and the frames are 
rita- and has a total equivalent heating surface of 5,913 sq. ft. The braced at the splices between the main and rear sections by a 
met ‘ratio of cylinder tractive effort to equivalent heating surface is large casting which supports the front end of the firebox and 
the 506.17, which indicates a capacity for high sustained per- carries the trailer truck radius bar pin. 
the formance. The driving boxes are cast steel and are fitted with brass 
| be The boiler is composed of three courses, the middle course hub faces which bear against steel wheel-centers. The shoe 
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sht being tapered, with the slope at the top, and the main and and wedge faces of the boxes are also lined with brass, while 
to auxiliary domes being placed on the third course. The diam- the shoes and wedges are cast iron. Flange oilers are ap- 
he eter of the first course is 80 in., which is increased to 90 in. plied to the main driving wheels. The trailer truck is of the 
we at the third course. A circular opening 16 in. in diameter Rushton type with outside journals, a design that has been 
ss: under the auxiliary dome permits entrance to the boiler with- applied to a large number of locomotives built for the Santa 
7 out dismantling the standpipe and throttle fittings in the main Fe System. The truck frame is composed entirely of steel 
dome. The boiler is equipped for oil burning but the staybolts castings and the swing links are of the three-point suspension 
by are so located that arch tubes may subsequently be applied type. 
ae should it be necessary to fit the locomotive for coal burning The tender has a water capacity of 10,000 gal., and carries 
o service. The inside firebox door sheet is flanged outward, 3,300 gal. of oil. The trucks are of the six-wheel Common- 
be bringing the rivet heads in the water space, and the seam is wealth type; this type is now in use under a large number of 
- closed with a copper calking strip. The O’Connor fire door high capacity tenders in passenger service on the Santa Fe 
‘sn flange is used and the door seam is welded by the autogenous System. 
2. Process. Flexible staybolts are used in the breakage zones in The principal dimensions and data are as follows: 
the throat, sides and back as well as in the first four rows of Coadnal tiie 
. crown stays. The boiler is equipped with a Schmidt super- Gage. .....cccccecseescecsesseseusvesvsesessesvetvacecen + 1 tab te 
of heater of 40 elements with a superheating surface of 980 sq. ft., Service speivie &.a Meed HAD RAaE aE HTL SEDO AE ene eae aaa AS Passen er 
be and among the special fittings is included the Chambers Tractive effort (0000 4000 Tb. 
in throttle. ipa on ede RAREPEE Oo! CORE TCA Mages 
st The cylinder castings are strongly built with liberal steam Weight on leading truck.............eceeeeeeeceneetereereees 59,950 Ib. 
and exhaust passages and all cylinder saddie bolts are secured Weise on trailing truck........-...-secccscccscccssccccsccees 56,200 Ib. 
ight of engine and tender in working order........s.eeeeeees 506,000 Ib. 
— with double nuts. The steam distribution is controlled by 16- Wheel base, driving.......-.--:+-esesceeeeeceseeeeeercnsecese 13 ft. 8 in. 
hi- . . F . Du eet Game; “CONRT so.o.n'o icc Mpetd EM ak Nivel hb be cement ep aetle valte 35 ft. 3 in. 
IN. piston valves driven by the Baker valve gear. The valves Wheel base, engine and tender..........ceeeeeeceeeeeenenee: 71 ft. 5% in. 
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Ratios 
Weight on drivers < tractive effOrt. 2.0... cccccscccccccscceeoecsens 4.21 
Ott WME > CERPRIVE GRDOTE Ss 66.05.06. 555.50 5 <6 5's a olereele 6 So0 10 0 ea we sie'e eis 7.04 
Tractive effort X diam. drivers + equivalent heating surface*.......506.17 
Zquivalent heating surface* ~ grate area......... cece cece cree ceeee 88.65 
Firebox heating surface -+ equivalent heating surface,* per cent...... 3.92 
Weight on drivers + equivalent heating surface*............++++++++ 29.18 
Total weight - equivalent heating surface*.............ceceeeceeees 48.82 
ViSSGGR TOE: CETOGCIR s 5 500 2 00s 00 28s 6NEC Se Kee e nese deesecsesees 15.98 cu. ft. 
Equivalent heating surface* ~~ vol. cylinders...........eeeeeeeeeeeeed 370.02 
GLEte BLED = VOL. CHUNGETS «6.6 occ ccs ccc cece nes ess scecswasessees 4.17 
Cylinders 
RESUMES asleep phe lal oiurss 7a: Gro) s ts Dale Ord Slavele lace winters weep orn’ diaiasnws ea erere «bie Simple 
Pa mebne ARkED WALES «5. io 6. 6-6. <ic 6200.0 6 sr5e' bw 0 bid Soe RE lege 3950866 2 LO Te OF BOs 
Valves. 
SY are err er iicevacay’s otis doth d Raid attra aks Piston 
Le EOE EE Er RE Te ee eT eRe REE 16 in. 
BDU 5 6s ones owielee 4.074 praia tiataig SNe eal tee Seaale ee cigs ae SDS wa ee ahd aie 4 in. 
Wheels 
Wihieaatins AMER RE HATE oes 26 ca 5a loss eae wifiate aioe dsjew are dhe 80 wee 73 in. 
TOLEWAEIE, TEICHSIONS, OE VIDOE 6.0 0:9 10.5.0: 6. 6010.0 60 sige sie sees tot pied oes eesiedaed 314 in, 
Driving journals, main, diameter and length..............-- 11 in. by 13 in. 
Driving journals, others, diameter and length..............- 11 in. by 13 in, 
ERIE CHUCK WHOIS, GIAMOLEL «6.6550 c ees cee eescerr es csese sees 3414 in. 
ARR CHIRON CHIRNEURGE « Ginlle 615.6. asin o'sanarplere'g 6 04-0 sidneibie-d'o0 wales 7 in. by 12 in. 
Trailing truck wheels, diameter..........ccccccccccccccccscssesesss OU IM, 
DG NUTIC,  SO IRIE ois 0 alo sis sdbiaeie ees cee w ease sioeses oeaus 8 in. by 14 in. 
Boiler 
SUVS vvicisisivivaisevcvesiens SOAs eSel papier dere sineee cas Exterded wagon top 
Working pressure ...... isse'is'o/ baie poi visto less lassioietess-aisi eed ee COO Te flee See als 
Se ee ee, ee RROD ee ere eee err ec 80 in. 
BivGDOr; LOMGON GUA WALES 6:6 6 0 cca siese. pica emiiccaece sess 114 in. by 84% in. 
Firebox plates, thickness........ Sides, back and crown, % in.; tube, % in. 
PITODOK, WELEF GHACE. «60606600 0s ceeses Front and sides, 5 in.; back, 4% in. 
Tubes, number and outside diameter..........00.cceecceecees -244-—2% in, 
Flues, number and outside diameter...........ccccececsccccons 40—5¥% in. 
AES AMON STIMIIES oo oc aes 6.0/5 6 o:c Vals crelsibie Sie aise ee #0:s oOee wee eee Ee 
Heatitig surface, tues and flues... cic ceccccsevevecvcsccces 4,211 sq. ft. 
SURGTIEY BEPCROR; GPE DOR o.c:c 0 é:6'0- 0.01016 80 0ik iors n0.650:6 0 00s ele wieie a eee 232 sq. ft 
UREAOAIE MISO EMO, UME 0.54 6:66:00 02's 6 '0'a ik 0's ao 0:06 -4\0-0-0)o o's n'914 0 4,443 sq. ft 
BUDETHCRLCT TESTE GUETACE 6.06.00 cc cc cccccccecceceseceoevess 980 sq. ft 
AIVAIERE HONTIOE SULEECE™ 5 on 555506 cored cose ceases ces woe sOf9lo BGs tt 
See AMIN GPa a atlh gates vw ate 0 10; abode iS Wie be We dTE ERIE RATE lacm ior e Sed Hie 66.7 sq. ft. 
Tender 
Journaia, diameter and length... é co sicic osc cde dseweiecsce ced 514 in. by 10 in, 
OS CT PT a ee ee ree Pe ee ee ee ee ee 10,000 gal. 
EY MME, 58a ie a's siaiave'a ese Sais okccO 6:8 o]e a Sig eleclaieipie eee Sika we eee eat 3,300 gal. 


*Equivalent heating surface = 
times the superheating surface. 


total evaporative heating surface + 1.5 


RAILROAD STATISTICS TO JUNE 30, 1914 


The Interstate Commerce Commission has issued its pre- 
liminary statement of the earnings, expense and traffic and 
financial statistics of railroads having annual operating revenues 
of over $100,000, and of subsidiary non-operating companies oper- 
ated by them, but not including switching or terminal compa- 
nies, for the fiscal year which ended nine months ago. The 
principal items of the statement are tabulated below, but 
some of. the figures for the year preceding are taken from the 
statement issued last year, which was given in the Railway Age 
Gazette of July 17, 1914, page 102. Where statistics of operating 
companies include transactions which are reported also by 
owning companies, there is a duplication at the end of year, 
the amount of which does not appear. Other items, such as 
capital stock of one road owned by another, make a fictitious 
element in the totals. 


Statistics of Class 1 and Class 2 Railroads 


Year ending Year ending 
June 30, 1914 June 30, 1913 


Miles of line operated at end of year............ 247,398 244,418 
Miles of trackage rights included in above....... 11,299 11,163 
Average miles operated during year............. 245,625 242,657 
Batles of track at end Of Yeates so s.65cccncscevce 377,102 369,580 
EOOOMOTIVED “Sass sc cvces aces Nos Gl aaepiala atone dare 64,760 63,378 
ecomotives fer 1,000 miles. .....2.0c0csecse0e. 262 259 
tS, GROMMET BEPWIDE. 560 06563000 deer dG se ser 53,466 51,700 
Cars, freight service....... RSS RS re ee 2,325,647 2,273,564 
are, COMIDEMY SORES Ss 02 5 00 so eere nreee es 6456 124,709 120,244 
Cars, SN aN ee leg seg Sd pia 4's 6 0-35 wie ad Ne Vie oe 2,503,822 2,445,508 
SEROMA IO NED 5 oe in 4 o's oi ewe 43 6500s sees 10,121 10,005 
Passenger miles per passenger locomotive........ 2,365,000 2,341,269 
Ton miles per freight locomotive..........+++-++ 7,369,000 7,843,663 
NNDIRS SAMMY DIMAS a5 5.0 sih'0's sod 02 edie a oaaeine< 1,695,483 1,815,239 
Employees per 100 miles........ccccccccccccecs 685 743 
CApitAl SOCK. SNOWEONES occ ccc secs cciccsecctcaes $8,680,760 $8,610,611 
Funded debt, thousands .......scsccssessccseces $11,566,542 $11,185,514 
i EE Scr es csv acteniquasctsened $451,263,197 $368,606,327 
Dividends, average per cent............++ eee eed 5.20 4.28 
Dividends, average per cent on dividend-paying 

MOCUR Sc % PT eee er ee ue evinwe gs 7.97 6.38 
Cost road and equipment, thousands..........:. $16,936,698 $16,351,639 
Passengers carried, thousands......+++0+eeeeeees 1,053,139 1,033,680 
Passengers carried one mile, thousands.....++++- 35,258,498 34,575,873 
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Passenger mileage, per mile of road............. 144,278 143,067 
Freight carried, thousands of tons............... 1,976,138 2,058,035 
"EOS, TMEIOR,  GUNOME aig x 6 8 sow ha'ncee arene bien uals 288,320 301,399 
DEGPAGRD, MMIOUDS ain 656 a4 Cys xanik cee be We eR Yee 13,079 37,619 
Ton miles, per Nile OF £060. snc < « <scciossccescns 1,176,923 1,245,158 
Average fretg@ht ‘ttaiti: TOad, 1086s. 60060 case ceac 452 445 
Average receipts per passenger mile, cents....... 1.982 2.008 
Average receipts per ton mile, mills............. 7.53 7.29 
Average receipts per passenger train mile........ $1.35 $1.36 
Average receipts per freight train mile.......... $3.31 $3.24 
\verage receipts per revenue train mile, freight 
QUT ORRMONMIS aio ora cis 4 05.6 os a die Sela dierecadiere a $2.45 $2.45 
Average operating expenses per train mile....... $1.77 $1.70 
POP COME CXDORMOE G6.i:5s opie oi 0 kan ou.cnts venennones 72.21 69.44 
Passenger revenue, thousands ......-e.ceccecece $700,403 $695,988 
Freight revenue, thousands ........ccceccccecece $2,114,698 $2,198,931 
Total revenue, including miscellaneous, thousands $3,047,020 $3,125,136 
Operating expenses, thousands..........ccceeees $2,200,313 $2,169,969 
Operating expense, detailed, theusands-— 
POMIRHERES OF WEP. ioe eins cocsevcedeenees $419,278 $421,232 
Mairtenance of equipment .............e00- $532,139 $511,561 
OM a a boo aa tia Diet isisiecs- 0s /aibie aiRiatoies cares oon $63,770 $62,850 
"ETAMOOGTIGINOEN® 6 o5-c o.cc0'd Swi ees Ossie nioalewed vine $1,101,597 $1,096,253 
ee EE PE RR ER yy a ee eee ae $83,530 $78,072 
PUREE ES INE oo. cas are sip'e ag a el aie mre 40) wala $12,400 $12,873 
Operating expenses per mile.............eeeeeee $8,955 $8,939 


The increase in dividends declared during the year, $82,- 
656,870, is principally accounted for by increased dividends 
declared by the Union Pacific and the Central Pacific. The 
dividends declared during the year by these two companies 
were more than $86,000,000 greater than those of the preced- 
ing year. The total dividends of operating roads, $379,865,- 
024, included $162,760,634 declared out of surplus; and the 
dividends of non-operating roads, $71,398,173, included $34,- 
170,961 declared out of surplus. No interest was paid on 
$1,331,581,452, or 11.94 per cent, of the total amount of funded 
debt outstanding (other than equipment trust obligations). 

The expenditures for additions and betterments, as well as 
the expenditures for new lines and extensions, during the 
fiscal year 1914 are explained as follows: 


Investment to June 30, 1914 (236,706.60 miles of line)...... $16,936,697 ,840 
Investment to June 30, 1913 (234,220.06 miles of line)...... 16,424,359,514 
Increase 1914 oves 191. oc vecccevesccenve eR eAdheeee a $512,338,326 


Expenditures Expenditures 
for additions for new lines 





and and 
betterments extensions 
From cash or other working assets. ..$330,529,491 $61,370,851 
From special appropriations.......... 43,616,529 114,129 
Through issue of securities.......... 138,135,821 60,062,788 
eee SE hie Fog vacicadwess oh Gens 3,779,449 157,910 
EOE: i4 dcicadaiwedalmeewicare a Neuse wh $516,061,290 $121,705,678 
’ ———_——- ——————._ $637,766,968 
Miscellaneous charges not classifieds ¢ oo. icicse vce deusieesices 851,008 
Total expendittires GUuring Years....csccccscecacemeseseces $638,617,976 
Credits. 
Property retired ‘OF CotWetted so i.icc ccs cave siomeeaes $88,104,245 
SIEM 6. be: 0:4 6 ik Chere Amie Ob ioiereaeleun Ginaie aie cites 8,524,764 
Ditference between record value of grantor and pur- 
chase price of grantee in cases of roads sold, 
METSEG, CONGONESIER, CtC. <0.0:6:0.cc cvs snccwesn wos 29,650,641 
IE yi 5:0:elac ais b.d-9 aovoe wale a: bioib kale) cr dud ol ea in etait aa Wee 126,279,650 
Eat SERCO CUP TORE a0 6 i506.66:5 500k cance neue aseeee ba mA $512,338,326 
The 2,325,647 cars in freight service were classified as 
follows: 
Aggregate 
fe e capacity. 
Description Number Tons 
ee ee en err cee ree re ny ee 1,043,796 36,622,074 
WE oa vidciwnsnatnn cewaadatcawedeteaidiss: 146,133 5,214,949 
TREE Cache wnctse tice eshe da Ey COM ORO eae weed 82,971 2,597,278 
MIEN g'ng nig-a'6:t 0.60 Raed eRe Pian OMe ae Aaa haa de 899,314 40,583,490 
PO eo i ie a Balai ate grat ote te bets acne are rare ne 8,530 340,722 
ee POOP Ce TPT e Te Cee re 48,886 1,577,973 
Other cava. int freiat: GOCCGs a 6csie sc ccnavcds cues 96,017 4,040,612 
POM ck se ankos rad dunaary naga tara e seaman ate. eter? 90,977,098 
CONDENSED INCOME ACCOUNT 


Following is a condensed income account of the roads in- 
cluded in this list, below which is a similar statement for the 
controlled, non-operating companies, both incomplete because 
of the omission of a few unsatisfactory returns. The ac- 
counts of the operating roads include both operating and 
financial transactions, while the accounts of the non-operating 
roads are confined for the most part to receipts and payments 
under leases, contracts and agreements. For a number of 
items, such as dividends, taxes, etc., both statements must 
be taken into consideration in order to learn the aggregates 
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of such items for the railways of the United States therein 
represented. 

The aggregate of dividends declared during the year, $451,- 
263,197, includes those declared out of current income and 
those declared from surplus both by the operating roads and 
by the non-operating roads. This amount includes dividends 
declared on railway capital stock owned by other railway 
companies. 


OpeRaTING Roaps 
Income Account 


Rail operations— 1913 
RI ARUEREES ~ 6.5 5 nveessvosestee $3,047,019,908 $3,125,135,798 
CDOURORNOD GEDOROEE ... cccnvsncnd scene s0% 2,200,313,159 2,169,968,924 

SOE AROCEN- TOPENME 2262 scccevivesscepere 846,706,749 955,166,874 

Outside operations— 

DE Meter ec.. ole wakes hetae sie 64,376,514 67,982,036 
De 4 ot Neal ss ieSs hehe eewween eo > 65,866,609 65,953,702 

Net revenue or deficit from outside operations —1,490,095 +2,028,334 

ER ERRRE Fe Ls cp pib ks oh eB pine eee e 845,216,654 957,195,208 

A ion... ew abens Seen eae ese 139,591,520 122,005,424 

Se RE ey ie er ee ke re 705,625,134 835,189,784 

NE oS e's pbs hav kok vb bbe senses Kenes 286,893,649 283,063,093 

a cle ius ceo sis cab wae ess eeu js 992,518,783  1,118,252,877 

Rents, interest, etc., deducted............... 645,312,783 629,706,398 

ee ee 347 ,206,000- 488,546,479 

Disposition of net corporate income— 

Dividends declared from current income.. 217,104,390 241,750,512 
Appropriations for additions and _ better- 

Dn Saben's bee ee sores dehaee he copes 29,226,675 48,022,688 
Appropriations for new lines and exten- 

(| flee Ais Ga RES See eae 39,622 70,159 

Miscellaneous appropriations ............ 12,916,177 14,991,076 

An scout bessale soso aa biens ipo cbewhene 259,286,864 304,840,932 

Salance to credit of profit and loss.......... 87,919,136 183,705,547 

Profit and Loss Account 

Credit balance beginning of year............ 1,041,672,887 1,078,765,200 

Credit balance for current year from income 
ES ea ae ee 87,919,136 183,705,547 

NE Cs Fas cess ee bee bUS shades esee ceases 1,129,592,023 1,262,470,747 

Dividends declared out of surplus............ 162,760,634 85,706,629 

SSS A ee eee ere 966,831,389 1,176,764,118 

Appropriations for additions and betterments. 4,962,901 15,158,827 

Appropriations for new lines and extensions.. 2,081,227 449,652 

Miscellaneous appropriations ................ 3,646,706 68,723,482 

Other profit and loss items—debit balance... 30,806,359 20,691,684 

DE Stas kPSEESS boas bobeees ewe NSeEo bess sos 41,497,193 105,023,645 

Balance credit end of year, carried to balance 
DL oi PEGG ESEWbTocdscunbeuausksste oe 925,334,196  1,071,740,473 

NONOPERATING Roaps 


Income Account 


Gross income from lease of road............ $110,670,101 $124,332,275 


PT ts oe hs Los y ee bid bee wee 940,055 5,326,536 
Net income from lease of road.............. 109,730,046 119,005,739 
eee eee ee ee ere res 6,139,973 7,777,635 
Se ee een er eee rer 115,870,019 126,783,374 
Interest, and similar deductions............. 64,561,479 68,568,734 
Net corporate income ........+eseeeeeeeeeee 51,308,540 58,214,640 
Disposition of net corporate income 
Dividends declared from current income.. 37,227,212 38,845,422 
Appropriations for additions and _ better- 
LCG lis ccc kitw Ebbe sabes hes b >a 2,271,026 2,200,346 
Miscellaneous appropriations ............ 1,178,765 1,274,520 
OLS er ee erry ee 40,677,003 42,320,288 
Balance to credit of profit and loss.......... 10,631,537 15,894,352 
Profit and Loss Account 
Credit balance beginning of year............ 31,327,523 57,158,330 
Credit balance for current year from income 
SP neat 5eb4S SOEAES 6 hb SO eR * s0 10,631,537 15,894,352 
PUG GE iakhs cas an ee ewen caw eves es vars 41,959,060 73,052,682 
Dividends declared out of surplus............ 34,170,961 2,250,069 
OS SS RRR ee ee eee 7,788,099 70,802,613 
Appropriations for additions and betterments. 1,925,334 500,873 
Miscellaneous appropriations ............... 434,617 29,945,358 
Other profit and loss items—balance Dr. or Cr. +13,165,029 — 2,932,044 
DE? Gi bSUhEDECE NEO NEDAS CES bes Cw eae ease de 15,524,980 27,514,187 
Balance end of year, carried to balance sheet, 
TM acc ke tec ed s65s oboe sche uen —7,736,881 +43,288,426 


REFRACTORY LEGISLATIVE MACHINERY 


[Springfield Republican] 

The closest student of American history could not recall 
probably a case similar to the present effort of four New 
England state legislatures to enact at about the same time 
the same law on a highly important matter of business. If 
the legislatures of Massachusetts, New Hampshire, Vermont 
and Maine, in their efforts to rescue the Boston & Maine from 
a receivership, seem to be in the wildest confusion over the 
bills and the numerous amendments thereto, one finds no 
cause for surprise. The difficulties to be encountered in mak- 
ing four independent bodies of lawmakers do team work on a 
question which affects differently, perhaps, the selfish inter- 
ests of their constituents were sure to be most formidable. 
The history of legislative bodies, under somewhat similar 
circumstances, is that they will work in harmony only when 
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menaced by a common peril sufficiently grave to force unity 
oi action. 

There is no question as to the necessities of New England 
as a whole. The Boston & Maine system should be re- 
organized and saved from a receivership; indeed, it should be 
reorganized even if a receivership could be avoided without 
legislation. The highest conception of the public welfare of 
this section probably does not control these four lawmaking 
bodies; selfish and local interests are making themselves 
powerfully felt. In one of the states it is the common talk 
that no bill can be passed which is not satisfactory to certain 
leased lines. ; 

The six New England states have a common name, indicat- 
ing a historical and geographical identity uncommon among 
other groups of states in the country. This railroad case is 
a test of the ability of several states having a common inter- 
est to act together on a voluntary basis. Success would ex- 
ercise a far-reaching influence in mitigating a certain chaos 
into which, in various matters, our whole state system appears 
to be drifting. 


ROLLING RESISTANCE OF CARS OVER 


SWITCHES AND FROGS* 
sy C. L. Eppy 
Assistant Professor of Railway Engineering, Case School of Applied Science, 
Cleveland, Ohio. 

In making the design for a gravity yard it is necessary to 
know or to assume the resistance to rolling of freight cars in 
order to determine the proper grades to use. This informa- 
tion may be obtained from the results of experience in the 
operation of yards, or may be taken from tests made to deter- 
mine the rolling resistance of cars. Considerable data is to 
be had pertaining to freight-train resistance on straight track, 
but this information cannot be used in the design of the 
proper grade for a ladder track in a gravity yard on account 
of the methods used in making the tests and the difference 
in track conditions. It is known that train resistance varies 
not only with the speed, car weight and the number of cars, 
but also with the condition of the track. -In a gravity yard 
the switches and frogs on a ladder track offer additional re- 
sistance to the motion of a car that is not encountered on 
ordinary track, and might be comparable to the resistance of 
a badly surfaced track with worn rails. 

Modern freight-train resistance tests are made with a dyna- 
mometer car and full-length trains in service. This method 
gives good results for the proper rating of engines, but not 
for the design of gravity yards, since trains in the yard are 
divided into cuts of from one to ten or more cars each, which 
introduces car resistance instead of train resistance. Drop 
tests with single cars have been made, but usually on straight 
track free from switches and frogs. In order to obtain data 
on the rolling resistance of cars over switches and frogs, the 
tests described below were undertaken by students at Case 
School of Applied Science as a part of their thesis work. 

The tests were made on the south ladder of the south 
classification group of tracks of the New York Central yard 
at Collinwood, Ohio. This group consists of 23 tracks run- 
ning in a general east and west direction, and connected with 
the hump track by two ladder tracks, which separate about 
200 ft. from the top of the hump. No. 8 rigid frogs and split 
switches are used, all of which are in good order. The tracks 
are numbered from north to south, so that track 23 is the out- 
side track on the south side. The track from the top of the 
hump to the classification group is a continuation of the south 
ladder and has a grade of 4 per cent. The grade of the south 
ladder is 1.175 per cent, the change being made at the separa- 
tion of the ladders. 

In taking observations, the velocity of a car was measured 
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near the top and bottom of the ladder track. With this in- 
formation, the distance between points of observation and 
the rate of grade, the resistance in pounds per ton could be 
computed. 

Only cars going over the hump in the usual routine of 
yard operation were used in making the tests. In order that 
the distance between points of observation might be as great 
as possible, and still have both on the same grade, one point 
was taken near the foot of the 4 per cent grade and the other 
at the entrance of track No. 20. Thus cars for tracks Nos. 
20, 21, 22 and 23 could be used for observations. The first 
76 observations—the first set—were taken during March, 
April and May, 1913, by one set of students, while the remain- 
der were taken by another set in May, 1914. 

In addition to measuring velocity, the following information 
was obtained for each test: (1) Light weight of car and load, 
if any; (2) capacity of car; (3) direction and velocity of wind; 
(4) Temperature of air, and (5) weather conditions. 

The light or stenciled weight was taken directly from the 
car, as was the capacity, while the load was taken from the 
waybills. During the first set of observations the direction 
and velocity of the wind were obtained from the local United 
States weather bureau. The velocity recorded, therefore, was 
the maximum for that day. While making this first series of 
tests, a great many observations were taken which have not 
been recorded on account of too high wind velocity. Those 
recorded showing wind velocities as high as approximately 
twenty miles per hour were used for the reason that from 
notations on the log-sheet it was certain that the wind was 
not blowing at that velocity at the time the observations 
were taken. During the second set of observations the wind 
velocities were taken on the windward side of the ladder track 
by means of an anemometer, while the wind directions were 
obtained by means of a weather-vane attached to a staff set 
in the ground. 

Care was taken to see that the brakes were not set on any 
car under observation from the time it left the top of the 
hump until it passed the last contact. The car riders were 
instructed by the assistant yardmaster to allow the cars to 
run freely between the points of contact when possible. This 
was not always possible, and it was the duty of one of the 
observers to watch the car riders. If brakes were set, the 
record was so marked and the observation was discarded. 

The velocity was obtained by recording automatically the 
time required for a car to pass over a measured distance— 
usually 60 ft—and dividing the distance by the time. Contact 
blocks, placed near one rail of the ladder track, were con- 
nected electrically with the recording pencil of a chronograph, 
so that a record was made when the wheel of a car struck 
them. One pair was placed near the foot of the 4 per cent 
grade below the separation of the ladders, and the other near 
the entrance to track No. 20. The chronograph was also con- 
nected electrically with a pendulum, calibrated to accurately 
beat half seconds, so that each half second was recorded by 
a V-shaped mark on the record. By scaling between these 
marks and the records made by the wheels, the time required 
for a car to run from one contact to another could be ob- 
tained to 0.01 of a second. The velocity thus obtained. was 
taken as the velocity of the car midway 
contacts. 

To see that there was no material error in taking this aver- 


between the 


age velocity as the velocity at a point, the four contacts were: 


Placed 30 ft. apart and observations taken by recording the 
contact of all four wheels of each car. By measuring the 
distance between wheels it was possible to compute the aver- 
age velocity from the time it took the car to travel these 
distances. Thus the average velocity over a distance as short 
as 5 ft. was obtained, and at four consecutive points 30 ft. 
apart. The velocities thus obtained at the second contact 
were a mean of those obtained at the first and third and 
checked with the average velocities over the first 60 ft. within 
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0.5 per cent. By having the fourth contact, a check on the 
above observations could be had by using the velocities at 
the second, third and fourth points. 

From the results of these observations it was decided that 
the average velocity as obtained above might safely be used. 

All observations were taken on box cars except one with 
an empty gondola, and two with loaded gondolas. 

The results were analyzed with the idea of investigating the 
effect of variations in the initial velocity upon the total re- 
sistance, but no definite conclusions could be drawn because 
of the limited range of velocities. This range was between 
11 and 14 miles per hour for the greater part of the observa- 
tions, a few falling as low as 9 miles per hour and a few going 
as high as 16 miles per hour. 

There was no definite relation developed between car 
weight and resistance. This is as might be expected, con- 
sidering the limited number of observations taken and the 
variations in the condition of cars observed. However, if 
established, this law of variation could be given no considera- 
tion in the design of a yard, since the inclination must be 
such as to properly handle both empty and loaded cars. The 
resistances obtained were not only high in comparison with 
train-resistance tests, but cover a wide range in their 
variation. 

The average of the resistances derived from the first set of 
observations, exclusive of the first eleven, was 21.7 lb. per ton. 
These first observations were not included in the average, be- 
cause the temperature of 20 deg. F. was outside the range that 
the observations were designed to cover. The average for 
the second set of observations was 22.3 lb. per ton. Consider- 
ing the total number of observations, exclusive of the first 11, 
the average is 22 lb. per ton. The resistance of from 24 to 27 
lb. per ton was obtained more times than any other, showing 
that it is probable that this resistance might be expected to 
occur more times than the average of 22 lb. per ton. The 
tests also show that a resistance of from 27 to 30 lb. per 
ton might be expected to occur about as many times as the 
average, indicating that a resistance of at least 30 lb. per ton 
should be considered in the design. 

Over 77 per cent of the total number of cars observed had 
a resistance less than 27 lb. per ton, and 90.8 per cent had a 
resistance less than 30 lb. per ton. Therefore, if provision be 
made in the design for a resistance of 27 lb. per ton, it is 
probable that 22.3 per cent, or about one-quarter of all the 
cars passing over the hump, would have a resistance greater 
than this, and there is considerable certainty that some of 
them would stop before reaching their destination. Providing 
for 30 lb. per ton resistance would take care of 90.8 per cent 
of all cars, leaving only 9.2 per cent with a resistance greater 
than that provided for. Thirty-three pounds a ton would pro- 
vide for all but 5 per cent of the total, 36 lb. for all but 1.4 
per cent, 39 lb. for all but 0.7 per cent and 42 lb. for all cars. 

It is recognized that in gravity switching the speed on the 
ladders should be as great as consistent with safe operation, 
in order to get the maximum operating capacity of the yard. 
However, the speed must not be so great as to cause derail- 
ment of the cars on the turnout curve of any classification 
track. The Committee on Yards and Terminals of the Ameri- 
can Railway Engineering Association, Vol. 9, quotes W. C. 
Cushing, chief engineer of maintenance of way, Pennsylvania 
Lines, Southwest System, as follows: “The grades on the 
hump should be sufficient to give the cars a speed of 12 miles 
per hour on any track, and the speed should be regulated by 
the brakeman to meet the conditions on any particular track 
on which his car is going.” The committee approved of this 
statement and continued: “. and as a general rule it is 
no doubt proper to consider about 15 miles per hour as the 
maximum speed at which cars should reach the turnouts 
leading to classification tracks.” 

The momentum grade, then, should be sufficient to deliver 
the cars to the ladders with a speed of about 12 miles per 
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hour, and this speed should be attained as quickly as possible 
to facilitate operation. 

At Collinwood about 56 per cent of the cars observed had 
a speed greater than 12 miles per hour, about 28 per cent had 
a speed greater than 13 miles per hour, 5 per cent greater than 
14 miles per hour and 1 per cent greater than 15 miles per 
hour. The conclusion might be drawn from this that the 
hump is too high, but it must be remembered that the tem- 
perature conditions under which these tests were made were 
all favorable to high velocities. From the first 11 observa- 
tions, which were taken with the temperature at 20 deg. F., 
speeds are obtained ranging from 9 to 14 miles per hour, 
with an average of 11.6 miles per hour. While there are not 
a sufficient number of these observations to conclusively 
prove anything, the indications with the conclu- 
sions reached from observation that less speed can be ex- 
pected in winter weather than in summer. Attention is called 
to the fact that all of the cars observed at Collinwood ran 
down a straight track, a fact which must be taken into ac- 
count when comparing these results with those observed at 
yards having a curve at the separation of the ladders. 

There should be no lagging or stopping of the cars on the 
ladder, since either will limit the operating capacity of the 
yard. On the other hand, there should be no increase in the 
speed of the cars on the ladder, since they enter with the 
Therefore, the grade on the 
should be such that the cars 
The question 


agree 


maximum desirable velocity. 
ladder, or “continuing grade,’ 
will be carried along with a uniform velocity. 
then arises as to what car resistance shall be used as the basis 
of the design in accordance with the above recommendations. 
It would seem consistent to say that provision should be 
made for at least 95 per cent of the cars observed in this test, 
since the observations were made under favorable tempera- 
ture and atmospheric conditions. 

As shown above, when providing for 95 per cent of the 
cars, provision is made for cars with a resistance of 33 lb. 
per ton. This would mean that the continuing grade on the 
ladder tracks should be 1.65 per cent in order that there would 


, 
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in velocity. It is understood, of course, that no yard can be 
operated under ideal conditions; that provision must be made 
for adverse winds, low temperatures, etc., so no general rules 
can be laid down for the design of a yard for year-around 
operation which are based upon experiments made, or experi- 
ence obtained, under summer weather conditions only, 


SINGLE LOCOMOTIVE WATER JOINT 


A single water joint for use between the engine and tender 
has recently been developed by the Franklin Railway Supply 
Co., 30 Church street, New York. It eliminates the use of 





Location of the Single Water Joint Under the Drawbar 


the present rubber hose connections for the injector suction 
pipes and provides one connection which is large enough to 
supply water to both injectors. The water joint is located 





















































Single Water Joint for Use Between Engine and Tender 


directly under the drawbar on the center line of the locomotive. 
The water connection, which is made up of extra heavy 
wrought iron pipe, is attached at either end to tee heads, the 


be no lagging of these cars. It would also mean that brakes 
would have to be used to regulate the speed of all cars with 
a resistance less than 33 Ib. per ton, or they would increase 
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branches of which lead to the two tank wells on the tender 
and to the two injector suction pipes on the engine. It in- 
cludes two ball joints and one slip joint, a combination which 
takes any motion occurring between the engine and tender. 
At its rear end the inside sleeve of the slip joint is threaded 
into an elbow connection which turns downward and forms 
the outer casing of the forward ball joint. An extension is 
cast on the elbow which is supported in a slide bearing 
bracket secured to the deck of the locomotive. This arrange- 
ment serves as a guide for the slip joint, relieving it from 
lateral strain. ’ 

All the attention this joint is said to require is the occa- 
sional renewal of the gasket in the ball and slip joints. One 
of the difficulties it is expected to overcome is freezing, which 
often occurs in the present hose connections. The probability 
of freezing in this connection is reduced owing to the fact 
that either heater will keep it open while both heaters are 
required with the usual type of double connection. 


. 


EXHAUST NOZZLE WITH INTERNAL 
PROJECTIONS 


An exhaust nozzle having internal projections from the 
periphery of a circular opening of the usual type has recently 
been developed in the Pennsylvania locomotive testing plant 
at Altoona, Pa., and patented by F. A. Goodfellow, foreman 
of the testing plant, by the use of which considerable increase 
in locomotive capacity has been effected. The projections 
are of triangular section, four in number; each extends out 
1% in. from the periphery of the opening, and is 11/16 in. in 
width at its top face, the area of the opening being reduced 
3.44 sq. in. in the nozzle shown in the drawing. The projec- 
tions are machined to size and fastened in place with studs 
so that the apex of each piece points in a downward direction, 
but will be drop forged in the future, thus saving the cost for 
machining; they will also be fastened permanently in place 
by electric welding. This will make it impossible to either 
increase or decrease the size of the opening without breaking 
off the welded projections and will eliminate the tendency to 
make unauthorized changes in the size of standard nozzles. 
In making up a nozzle of this type, it has been the practice 
to bore the circular nozzle for the particular class of locomo- 
tive on which it is to be tried, % of an inch larger than the 
specified diameter. The projections are then made to give 
an area equal to the difference between specified and bored 
out areas. This method reduces the cost of application to a 
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A number of tests were made in the locomotive testing 
plant at Altoona of both the standard circular nozzle and the 
internal projection nozzle on engines of three classes, in each 
case the only change made on the locomotives being the 
change in exhaust nozzles. These engines* were an Atlantic, 
E 6s, a Pacific, K 4s, and a Mikado, L 1s. 

The accompanying table gives a comparison of the maximum 
results which were obtained from the locomotives when using 
each of the two nozzles. A wide open throttle was used in 
each instance and the working pressure was 205 lb. per sq. in. 

It will be observed that a much better performance in gen- 
eral was obtained from each of the locomotives when using 
the new type of nozzle, and especially is this true in the case 
of the Pacific and Mikado type locomotives, both of which 
have boilers similar in design. The Pacific type locomotive 
delivered an equivalent evaporation of 87,414 lb. per hour 





Section A-A. 





Internal Projection Exhaust Nozzle 


and 3,183.9 indicated hp., with the internal projection nozzle, 
while with the standard 7 in. circular nozzle it was possible 
to obtain but 51,842 lb. equivalent evaporation per hour and 
2,241.5 indicated horse power. The Mikado type locomotive, 
having smaller drivers and a longer stroke, developed 79,675 
lb. equivalent evaporation per hour compared with 58,539 Ib. 
obtained with the circuMr nozzle, and 2,835.5 indicated horse 
power or an increase of 469 i. hp. above what was developed 
with the use of the 7 in. circular nozzle. Comparing the per- 
formance of the Atlantic type locomotive when equipped with 
each of the two nozzles, there was obtained with the four 
internal projection nozzle an increase in equivalent evapora- 
tion of 24.2 per cent and 14.6 per cent greater indicated horse 
power. 

The considerably higher front end draft obtained with the 
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Atlantic Mikado 
fg kn 2, 7 “ =F — > 
Four Circular, Four Circular, Four Circular, 
internal 6.25 in. internal 7 in, internal 7 in. 
projections diameter projections diameter projections diameter 
30.86 30.68 38.19 38.45 38.08 38.45 
46.9 47.0 47.3 37.8 28.3 29.3 
52.0 46.0 60.3 46.4 60.8 51.1 
204.9 184.8 201.3 202.2 204.7 204.4 
15.1 8.3 18.8 5.7 14.9 8.6 
0.4 0.41 0.71 0.51 0.60 0.64 
8,271 6,942 11,813 5,146 9,312 6,621 
148.3 124.4 170.6 74.3 133.0 94 
44,628 35,928 65,400 39,977 59,508 46,170 
58,641 46,771 87,414 51,842 79,675 58,539 
204.2 175.9 215.2 157.2 183.5 122.2 
2,304.8 1,901.1 3,183.9 2,835.5 


2,241.5 





minimum and does not necessitate the making of a new 
nozzle. 

The purpose of the projections is to break up the con- 
tinuity of the circular section of the exhaust jet and change 
it to a Maltese cross form, thereby increasing the gas en- 
training capacity of the jet and creating a greater vacuum 
in the front end. The nozzle is fastened to the exhaust stand 
without attention to the angular location of the projections 
relative to the axis of the front end, as experiments have 


proved that alterations in this location do not affect the per- 
formance. 


ye. 


vy 





new type of nozzle in each instance is responsible for the 
remarkable results attained, enabling a much greater rate of 
combustion and a higher degree of superheat to be obtained. 





ARGENTINE RAILWAYMEN AND THE War.—The number of men 
from the Central Argentine Railway who have volunteered for 
active service with the Allies totals 270, which is equivalent to 
nearly 30 per cent of the total English staff of the company. 


*For descriptions of these locomotives see the following numbers of the 
Railway Age Gazette: E6s, page 356, February 20, 1914; K4s and Lls, 
page 12, July 3, 1914. 
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The machine and blacksmith shops of the Seaboard Air Line 
at Portsmouth, Va., were destroyed by fire on the night of 
April 6. 


A bill has been introduced in the Minnesota legislature pro- 
viding that whenever two or more railroads enter a city, vil- 
lage or town in the state the railroad and warehouse commis- 
sion may order the construction of a union station. 


Of 336 fast freight trains run by the Baltimore & Ohio from 
New York, Philadelphia and Baltimore to Chicago, Columbus, 
Cleveland, Cincinnati and St. Louis, March 1 to 12 inclusive, 
only one suffered by delay, and this was the result of an un- 
avoidable delay near Cincinnati. 


The British American Company, Chicago, Ill., announces that 
it is making plans and specifications for the erection of a 
$5,000,000 ship building plant, to be located on the Atlantic 
coast. All business pertaining to the machinery required will 
be handled directly by this company. 


The semi-annual meeting of the Santa Fe Loss and Damage 
Committee was held in Dallas, Tex., last week. About 100 
men, representing all four grand divisions, were in attendance, 
devoting their time to the consideration of methods of reducing 
claims for loss of and damage to freight. 


Baltimore & Ohio Southwestern train No. 27, a local pas- 
senger train running part of the time between Cincinnati, 
Ohio, and Seymour, Ind., a distance of 87 miles, and the 
remainder of the time between Cincinnati and North Vernon, 
a distance of 72 miles, has been on time for 412 consecutive 
days, up to and including April 1; this is on a busy single- 
track railroad. 


The Canadian Pacific proposes to discontinue the use of its 
Broad street station at Ottawa for passenger business and to 
run all trains to and from the Central station of the Grand Trunk. 
It is understood that arrangements are nearly or quite completed, 
and that the change will be made about June 1. Counting trains 
in and out there will be about 34 Canadian Pacific trains daily. 
Trains of the Canadian Northern already use the Central station. 


The International & Great Northern has organized a central 
safety first committee and division safety committee. The cen- 
tral committee includes A. G. Whittington, general manager; 
the assistant general manager; the superintendent of trans- 
portation, the purchasing agent, the general claim agent, the 
superintendent of telegraph, the superintendent of motive power, 
superintendents of various divisions and the general chairmen 
_ of the various brotherhoods. The division committee consists 
of superintendents of the divisions and representatives of the 
employees. 


With their new summer suits the uniformed forces of the 
Baltimore & Ohio will be decorated with badges of honor upon 
the basis of length of service. Coat sleeves will bear gold bars 
and stars, the bars signifying five years’ service and the stars 
twenty-five years. The service record of the Baltimore & Ohio 
men is approached by few railroads. Many of the passenger 
conductors, station masters and others will wear the gold star. 
Pensioned employees have been asked to wear their old uniforms 
to headquarters that they may be decorated; and those veterans 
whose service did not require uniforms will receive fitting rec- 
ognition at the same time. 


George Hannauer, general manager of the Indiana Harbor 
Belt; F. A. Spink, traffic manager of the Chicago & Western 
Indiana, and John G. Drennan, district attorney of the Illinois 
Central, appeared before the public utilities committee of the 
house of the Illinois legislature last week, to oppose a bill to 
give the city of Chicago power to regulate steam railroads and 
public utilities within the city limits. The speakers showed 
that this bill would put Chicago railroads under the jurisdiction 
of three commissions—the Interstate Commerce Commission on 
interstate business, the state public utilities commission on most 
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of the intrastate business, and the city commission on business 
within the city limits of Chicago. 


Students of the railway department of the University of IIli- 
nois, under the leadership of Prof. E. R. Dewsnup, spent four 
days last week in Chicago making an inspection of the Chicago 
terminals, and visiting the offices of various departments of the 
railroads where officers of the roads explained to the students 
the work of their various departments. On Monday they visited 
the local freight station of the Chicago, Milwaukee & St. Paul 
and were given a talk on freight handling by Agent Nelson W. 
Pierce. Later they visited the auditing offices of the Rock 
Island lines, where W. H. Wallace, car accountant, described 
the system of car service records and accounts. In the aftet- 
noon they visited the Fordham classification yards of the Illinois 
Central, where W. J. Leahy, superintendent of freight terminals, 
and Trainmaster Bernard described the work of a classification 
yard. Tuesday was devoted to an inspection of the Belt Rail- 
way and the Clearing yard, and on Wednesday the students were 
given an insight into the work of train despatching, shop work 
and the storekeeping department at the offices and shops of the 
Burlington. On Thursday they visited the offices of the super- 
intendent of transportation of the Rock Island lines, the LaSalle 
street station, the office of chief engineer, where Mr. Morse de- 
scribed the system by which the Rock Island supervises main- 
tenance of way and structures, and later at the office of the 
Chicago & North Western, R. C. Richards, chairman of the 
General Safety Committee, gave the students a talk on railway 
safety. 


Proposed Legislation Affecting Railways 


The transportation committee of the Minnesota Senate has 
killed the bill to increase state passenger fares from 2 to 2% 
cents a mile. 


The bill to increase intrastate passenger fares in Ohio from 
2 to 2% cents a mile has been tabled by the utilities committee 
of the lower house of the Ohio legislature. It is stated that it is 
proposed to present a substitute measure giving the state public 
utilities commission authority to grant an increase if, after in- 
vestigation, it finds an increase justified. 


A bill has been introduced in the Illinois legislature providing 
for the appointment of a committee, consisting of five senators 
and five representatives, to investigate the business and condition 
of the Illinois railroads with reference to revenues, rates, earn- 
ings, expenses and equipment, with a view to a determination as 
to whether their rates are too low. The committee is to be au- 
thorized to inquire into all financial relations of the companies 
and their control. 





Enginemen’s Arbitration Proceedings Concluded 


The board of arbitrdtion, which has been hearing evidence on 
the wage demands of the western engineers and firemen, began 
holding executive sessions daily at Chicago on Monday of this 
week for the purpose of formulating the decision of the board. 
The oral arguments in the case were concluded on Friday, April 
2, when Warren S. Stone, grand chief of the Brotherhood of 
Locomotive Engineers, closed his argument on the brief filed 
by himself and by W. S. Carter, president of the Brotherhood 
of Locomotive Firemen and Enginemen. Before the hearing 
closed both sides agreed that the time for the arbitrators to 
render an award may be extended to April 30, if necessary, al- 
though Chairman Pritchard said he hoped and_ believed that 
the board would be able to make its award by April 15. gn 

Referring to the statement made before the eastern arbitration 
board in 1910, that there was no reason why the western eng! 
neers should be paid more money than those of the East on en- 
gines of the same class, Mr. Stone said he proposed to make the 
eastern rates come up to the schedules of the western lines. He 
did not say when he would present the demands on the eastern 
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lines for an equalization. Several times during his argument 
Mr. Stone intimated plainly that if the award in this case failed 
to satisfy the engineers and firemen they will never again agree 
to submit wage controversies to arbitration. 

The hearings before the board began at Chicago on Novem- 
ber 30. The testimony and arguments presented have made a 
total of more than 2,500,000 words, in addition to thousands of 
pages of statistical exhibits, and the cost to the railroads and 
the brotherhoods is estimated to have been more than $500,000. 


Summary of Revenues and Expenses of Steam Roads 


The Bureau of Railway Economics’ summary of revenues and 
expenses and comments thereon for January, 1915, are as fol- 
lows: 

The net operating income of the railways of the United States 
for January decreased $5 per mile, or 2.8 per cent, as compared 
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decreased 0.5 per cent, and operating income decreased 17.0 per 
cent. 

Total operating revenues of the western railways per mile of 
line decreased 7.1 per cent, operating expenses decreased 7.4 per 
cent, net operating revenue decreased 6.5 per cent, taxes de- 
creased 2.4 per cent, and operating income decreased 7.6 per 
cent. 


The seven months of the current fiscal year show a decrease 
in total operating revenues per mile of 8.6 per cent as compared 
with the corresponding period of the preceding year, a decrease 
in operating expenses per mile of 9.8 per cent, and a decrease in 
net operating revenue per mile of 5.6 per cent. 

This net operating revenue per mile shows an increase of less 
than one-tenth of 1 per cent in the East, decreased 19.0 per cent 
in the South, and decreased 5.6 per cent in the West. 

January operating income per mile was 2.8 per cent less in 
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Monthly Revenues and Expenses Per Mile of Line 1914 and 1915 


with January, 1914; in January, 1914, it was 25.6 per cent less 
than in January, 1913. 

Total operating revenues amounted to $214,196,786, a decrease 
from 1914 of $17,006,859. Operating expenses were $163,769,221, 
a decrease of $16,307,796. Net operating revenue amounted to 
$50,427,565, a decrease of $699,063. Taxes amounted to $11,- 
213,928, a decrease of $87. This left $39,174,218 for net operating 
income, the amount available for rentals, interest on bonds, ap- 
propriations for improvements and new construction, and divi- 
dends. Operating revenues per mile of line averaged $936, a de- 
crease of 8.3 per cent; operating expenses per mile averaged $716, 
a decrease of 10.0 per cent; net operating revenue per mile aver- 
aged $220, a decrease of 2.4 per cent, while taxes per mile were 
$49, a decrease of 1.0 per cent. Net operating income per mile 
was $171, a decrease of 2.8 per cent. Railways operating 228,690 
miles of line are covered by this summary, or about 90 per cent 
of the steam railway mileage in the United States. 

Total operating revenues of the eastern raiJways per mile of 
line decreased 6.3 per cent as compared with January, 1914, oper- 
ating expenses decreased 9.8 per cent, net operating revenue in- 
creased 11.8 per cent, taxes increased 0.7 per cent, and operating 
income increased 16.3 per cent. 

Total operating revenues of the Southern railways per mile 
of line decreased 15.0 per cent, operating expenses decreased 
15.2 per cent, net operating revenue decreased 14.3 per cent. taxes 


1915 than in 1914, 28.0 per cent less than in 1913, 8.5 per cent 
more than in 1912, and 13.8 per cent less than in 1911. 


Mail Pay Controversy 


The intemperate deliverances of Postmaster General 
Burleson, in connection with the failure of Congress to adopt 
his recommendations in relation to railway mail pay, have 
been widely criticized in the press, his denunciations of the 
railroads, unsupported by any statement of facts, eliciting 
unfavorable comments from papers of all political parties. 
Ralph Peters, chairman of the railways’ committee on mail 
pay, has issued a leaflet quoting editorials from a dozen promi- 
nent papers. 

Mr. Peters has also issued a statement commenting on 
Mr. Burleson’s comparison of mail and express earnings. 
Mr. Burleson says that from New York to Chicago railway 
mail pay amounts to $2.58 per 100 lb., while the railroads’ 
proportion of the first class express rate between those cities 
is $1.20 per 100 lb. But, says Mr. Peters, the fact is that the 
express rate Mr. Burleson names is not an average, or in any 
way a representative rate, but is the railroads’ share of the 
express company’s share for a single 100-lb. package, on 
which the very lowest wholesale rate is given to the shipper. 
“The railroads’ receipts from the smaller express packages, 
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which make up the great bulk of the actual business—and 
hence their average receipts per 100 lb. of express—are far 
higher than the figure Mr. Burleson quotes, a fact of which it 
is scarcely conceivable he could be unaware. 

“For instance, for carrying 100 one-pound express packages 
from New York to Chicago, the express company would re- 
ceive 23 cents apiece, or a total of $23. Of this amount the 
railroads’ share for its portion of the service would be about 
half, or $11.50, which is nearly 4% times the rate for carrying 
100 Ib. of mail. Such a comparison, if offered as representa- 
tive of average conditions, would be no more misleading than 
the one going to the opposite extreme which Mr. Burleson 
has used. The truth, of course, lies between the two 
extremes.” 


Michigan Legislature Fails to Locate Alleged “Slush Fund” 


A committee of the Michigan legislature last week held a 
hearing at Lansing for the purpose of investigating rumors said 
to have been circulated about the legislature, that the railroads 
had a large “slush fund” for influencing the attitude of the 
members of the legislature and also newspapers in the state. 
The investigation was devoted mainly to a consideration of a 
number of statements by state officers which appeared in a 
full-page advertisement in the Lansing State Journal favoring 
an increase in passenger fares. Investigation of the alleged 
“slush fund” dwindled to a number of denials from members 
of the legislature that they had ever heard of such a fund, al- 
though some of them admitted discussing a large fund to be 
used by the railroads for publicity. Newspapers have printed 
various rumors about a fund of $300,000. W. W. Walker, 
vice-president and general manager of the Duluth, South Shore 
& Atlantic, testified on April 1, that since last September three 
assessments of $5,000 each had been levied against the railroads 
of the state to be used in newspaper advertising, and that about 
$500 had been left over from another fund. Later A. W. Tows- 
ley, vice-president of the Ann Arbor, submitted a detailed state- 
ment of expenditures made for publicity and attorney’s fees 
amounting to $15,283. Some of the state officers who were 
quoted in the newspaper advertisement either denied the cor- 
rectness of the statements attributed to them or insisted they did 
not know they were being interviewed for publication. C. L. 
Glasgow, chairman of the Michigan Railroad Commission, ob- 
jected to one’ of these statements attributed to Commissioner 
Cunningham, saying it did not represent the views of the com- 
mission. Officers and reporters of the Lansing State Journal 
also were called to explain the way in which the interviews 
were obtained. 

A hearing was held before a committee of the legislature on 
March 30, on a bill which has been reported by committees of 
both the House and the Senate, providing for a sliding scale of 
passenger fares based on the past earnings of the roads. Rep- 
resentatives of several of the railroads appeared and objected 
to such a bill. Paul King, receiver of the Pere Marquette, said 
that under such a law his road could not charge the higher 
rate between points where it came into competition with the 
Michigan Central, which, under the proposed law, would be 
allowed to charge no more than two cents a mile. H. Russell, 
general counsel for the. Michigan Central, also objected to the 
bill. It is reported that a majority of the members of the legis- 
lature are in favor of this bill. 


June Mechanical Conventions 


J. D. Conway, secretary-treasurer of the Railway Supply 
Manufacturers’ Association, advises that already 178 ex- 
hibitors have arranged for space on Young’s Million-Dollar 
Pier during the Master Mechanics’ and Master Car Builders’ 
conventions in June. Applications for space are coming in 
daily and in spite of the business depression the indications 
are that the exhibits this year will be at least as extensive 
as, and possibly larger than, those of last year. The list of 
exhibitors shows a number of new companies which have 
never before exhibited. There seems to be little question but 
that the New Traymore Hotel will be open to receive guests 
by June 1. It will have 700 rooms with private baths and, it 
is said, will compare favorably with the newer and better 
class hotels of New York. The Convention Hall on the 
Million-Dollar Pier will be considerably enlarged and the ex- 


RAILWAY AGE GAZETTE 


VoL. 58, No. 15 


hibit space designated as Hotel Men’s Annex will be enclosed 
with glass sash. Other improvements and rearrangements 
are being made in the space, which, it is expected, will add 
greatly to the effectiveness of the exhibit. 


International Engineering Congress 


The American societies of civil, mining, mechanical, electrical 
and marine engineers have arranged for a special train from 
New York to San Francisco to attend the International Engi- 
neering Congress, which will be held there September 20 to 25. 
The train will leave the Grand Central Terminal New York, at 
7:45 p. m. Thursday, September 9, and will stop 4 hours at 
Niagara Falls, 12 hours at Colorado Springs and 15 hours at 
the Grand Canyon, arriving at San Francisco at 9:00 p. m. Sep- 
tember 15. Since many members of these societies cannot con- 
veniently join this party from New York, extra cars will be 
added to the Sunset Limited of the Southern Pacific leaving 
New Orleans at 11:00 a. m. Sunday, September 12, and arriving 
at San Francisco at 1:00 p. m. Wednesday, September 15. 


Electrical Engineers 


The American Institute of Electrical Engineers will hold its 
thirty-second annual convention at Deer Park, Md., June 29 and 
30, and July 1 and 2. Morning and afternoon sessions will be 
held, that of Thursday afternoon being devoted to problems of 
electrified steam roads. Among the subjects considered at this 
session will be: Construction and Maintenance Costs of Over- 
head Contact Systems, by E. J. Amberg and Ferdinand Zogbaum; 
The Contact System of the Butte, Anaconda & Pacific, by J. B. 
Cox; Third Rail and Trolley System of the West Jersey & 
Seashore, by J. V. B. Duer; Top Contact Unprotected Contact 
Rail for 600-Volt Traction System, by Charles H. Jones, and 
Under-Running Third Rail Conductors, by Edwin B. Katte. 


International Railway Fuel Association 


The seventh annual meeting of the International Railway Fuel 
Association will be held at the Hotel LaSalle, Chicago, May 17 
to 20, inclusive. Papers will be presented on the following sub- 
jects: Powdered Coal; Fuel Oil for Locomotive Use; Stand- 
ardizing the Preparation of Coal; South American Railways’ 
Fuel Supply; Analysis of Dependent Sequence as a Guide to Fuel 
Economies; Relation of Mechanical Stokers to the Fuel Prob- 
lem; Employment and Training of Firemen; Waste of Fuel in 
Railway Stationary Plants. In addition to these papers commit- 
tee reports will be made on Fuel Stations, Storage of Coal, Fuel 
Accounting, Firing Practice, Fuel Tests and Front End, Ash 
Pans and Grates. 


MEETINGS AND CONVENTIONS 


The following list gives the names of secretaries, dates of next or regular 
meetings, and places of meeting of those associations which will meet during 
the next three months. The full list_of meetings and conventions is pub- 
lished only in the first issue of the Railway Age Gazette for each month. 


Arr Brake AssociatTion.—F. M. Nellis, 53 State St., Boston, Mass. Next 
convention, May 4-7, 1915, Hotel Sherman, Chicago. 

AMERICAN ASSOCIATION OF FREIGHT AGENTS.—R. O. Wells, Illinois Central, 
East St. Louis, Ill. Annual meeting, May 18-21, 1915, Richmond, Va 

AMERICAN ASSOCIATION OF PASSENGER TRAFFIC OrFrFicers.—W. C. Hope, 
Cc R. of N. J., 143 Liberty St., New York. Next meeting, April 
15-16, San Francisco, Cal. 

American RariLway Association.—W. F. Allen, 75 Church St., New York. 
Next session, May 19, 1915, New York. 


AmeRIcAN Rartway Master Mecuanics’ Assocration.—J. W. Taylor, 1112 

Rarpen. _ Chicago. Annual meeting, June 9-11, 1915, Atlantic 
ity, N 

American Society ror Testinc Matertats.—Prof. E. Marburg, University 
of Pennsylvania, Philadelphia, Pa. F ia meeting, June 22-26, 
1915, Hotel Traymore, Atlantic City, N. J. 

American Society or Civit Encineers.—Chas. Warren Hunt, 220 W. 57th 
St., New York. Regular meetings, 1st and 3d Wednesday in month, 
except July and August, 220 W. 57th St., New York. 

AMERICAN Society oF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 

39th St., New York. Next spring meeting, June 22-25, 1915, Buffalo, 
ie Annual meeting, December 7-10, 1915, New "York. 

ASSOCIATION OF AMERICAN RAILWAY ACCOUNTING OrFicers.—E. R. Wood- 
son, 1300 Pennsylvania Ave., N. W., Washington, D. C. Annual 
convention, April 28, 1915, Piedmont Hotel, Atlanta, Ga. 

AssocIATION oF RarLway Cram Acents.—C. W. Egan, B. & O., Baltimore, 
M Annual meeting, May 19, 1915, Galveston, Tex. 


AssociaTIon oF RatLway Exectricat EnGingers.—Jos. A. Andreucetti, C. & 
N. 


Room 411, C. & N. Sta., Chicago. Semi-annual meeting 
with Master Car Builders’ and Master Mechanics’ Association. An- 
nual meeting, October, 1915. 
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AssocIATION OF RaAILWaAy TELEGRAPH SUPERINTENDENTS.—P. W. Drew, Soo 
Line, 112 West Adams St., Chicago. Annual meeting, June 22-25, 
1915. Rochester, N, Y 


ASSOCIATION OF TRANSPORTATION AND Car AccouNnTING OrFFicers.—G. P. 
Conrad, 75 Church St., New York. Next meeting, June 22-23, 
Niagara Falls, N. Y. 


CanapiAN Raitway Cius.—James Powell, Grand Trunk, P. O. Box 7, St. 
Lambert (near Montreal), Que. Regular meetings, 2d Tuesday in 
month, except June, July and August, Windsor Hotel, Montreal, Que. 


Canapian Society oF Civit EnGingeers.—Clement H. McLeod, 176 Mans- 
field St., Montreal, Que. Regular meetings, lst Thursday in October, 
November December, February, March and April. Annual meeting, 
January, Montreal. 


Car ForeMEN’s ASSOCIATION OF CHicaco.—Aaron Kline, 841 Lawler Ave., 
Chicago, Regular meetings, 2d Monday in month, except June, July 
and August, Hotel La Salle, Chicago. 


CENTRAL Rattway Cius.—H. D. Vought, 95 Liberty St., New York. Regu- 
lar meetings, 2d Friday in January, May, September and November. 
Annual meeting, 2d Thursday in March, Hotel Statler, Buffalo, N. Y 


ENGINEERS’ SoOcIETY OF WESTERN PENNSYLVANIA.—Elmer K. Hiles, 2511 
Oliver Bias . Ti’tsburgh, Pa. Regular meetings, lst and 3d Tuesday 
in month, Pittsburgh. 


FreIGHT CLaim Assoctation.—Warren P. Taylor, R. F. & P., Richmond, 
Va. Annual meeting, June 16, 1915, Chicago. 


GENERAL SUPERINTENDENTS ASSOCIATION OF Cuicaco.—A. M. Hunter, 321 
Grand Central Station, Chicago. Regular meetings, Wednesday, pre- 
ceding 3d Thursday in month, Room 1856, Transportation Bldg., 
Chicago. 

INTERNATIONAL RatLway Fue Assocration.—C. G. Hall, C. & E. I., 922 
McCormick Bldg., Chicago. Annual meeting, May 17-20, 1915, Hotel 
La Salle, Chicago. 

Master Boiler Makers’ AssociaTion.—Harry D. Vought, 95 Liberty St., 
New York. Annual convention, May 25 to 28, 1915, Chicago, Ill. 

Master Car Buitpers’ Association.—J. W. Taylor, 1112 Karpen Bldg., 
Chicago. Annual meeting, June 14-16, 1915, Atlantic City, N. J. 

New EnGianp Rartroap Cius.—W. E, Cade, Jr., 683 Atlantic Ave., Bos- 
ton, Mass. Regular meetings, 2d Tuesday in month, except June, 
July, August and September, Boston. 

New York RaiLroap CLus,—Harry D. Vought, 95 Liberty St., New York. 
Roque meetings, 3d Friday in month, except, June, July and August, 
29 W. 39th St., New York. 

NraGARA Frontier Car MEn’s AssociatTion.—E. N. Frankenberger, 623 Bris- 
bane Blidg., Buffalo, N Meetings, 3d Wednesday in month, New 
York Telephone Bldg., Buffalo, N. Y. 

Peoria ASSOCIATION OF RaILRoap OrFicers.—M. W. Rotchford, 410 Masonic 
Temple Bldg., Peoria, Ill. Regular meetings, 3d Thursday in month, 
Jefferson Hotel, Peoria. 

RarLroapD CLusB oF Kansas City.—Claude Manlove, 1008 Walnut St., Kan- 
sas City, Mo. Regular meetings, 3d Saturday in month, Kansas City, 

Raitway CLus oF Pittssurcu.—J. B. Anderson, Room 207, Pp, R.. Bs Ses, 
Pittsburgh, Pa. Regular meetings, 4th Friday in month, except June, 
July and August, Monongahela House, Pittsburgh. 

Rattway ELectricaAL SupPLY ANUFACTURERS’ ASSOCIATION.—J. Scribner, 
1063 Monadnock Block, Chicago. Meetings with Association of Rail- 
way Electrical Engineers. 

Raitway SiGgnat Assocration.—C. C. Rosenberg, Myers Bldgs., Bethlehem, 
Pa. Stated meeting, May 26-27, 1915, New York. Annual meeting, 
September 14-17, 1915, Salt Lake City, Utah. 

RaILway STOREKEEPERS’ AssocIATION.—J. P. Murphy, N. Y. C. R. R., Box C, 
ee Ohio. Annual meeting, May 17-19, 1915, Hotel Sherman, 

icago. 

RatLway Supply MANUFACTURERS’ ASSOCIATION.—J. D, Conway, 2136 Oliver 
Bldg., Pittsburgh, Pa. Meeetings with Master Car Builders’ and 
Master Mechanics’ Associations. 

RAILWAY TELEGRAPH AND TELEPHONE APPLIANCE ASSOCIATION.—G. A. Nel- 
son, 50 Church St., New York. Meetings with Association of Railway 
Telegraph Superintendents. 

RicoMonp Raitroap CLus.—F. O. Robinson, C. & O., Richmond, Va. 
peawiar meetings, 2d Monday in month, except June, July and 

ugust. 

St. Louis Rartway Crius.—B. W. Frauenthal, Union Station, St. Louis 
Mo. Regular meetings, 2d Friday in month, except June, July and 
August, St. Louis. 

Satt LAKE TRANsPoRTATION CLuB.—R. E. Rowland, David Keith Bldg., 
Salt Lake City, Utah. Regular meetings, 1st Saturday of each month, 
Salt Lake City. 

Sourmern & SourHwesTeRN Raitway Cxtus.—A. J. Merrill, Grant Bldg., 
Atlanta, Ga. Regular meetings, 3d Thursday, January, March, May, 
July, September, November, 10 a. m., Piedmont Hotel, Atlanta. 

ToLepo TRANSPORTATION CLuB.—Harry S. Fox, Toledo, Ohio. Regular meet- 
ings, lst Saturday in month, Boody House, Toledo, 

TraFFic Cus oF Cuicaco.—W. H. Wharton, La Salle Hotel, Chicago. 

TraFFic CLus oF Newark.—John J. Kautzmann, P. O. Box 238, Newark, 

- J. Regular meetings, 1st Monday in month, except July and 
August, The Washington, 559 Broad St., Newark. 

TraFFic CLus or New Yorx.—C. A. Swope, 291 Broadway, New York. 
Regular meetings last Tuesday in month, except June, July and 
August, Hotel Rows. New York. 

TrarFic Cus or PittspurcH.—D. L. Wells, Gen. Agt., Erie R. R., 1924 
Oliver Bldg., Pittsburgh, Pa. Meetings bi-monthly, Pittsburgh. An- 
nual meeting, 2d Monday in June. 

TrarFric Crus or St. Lovrs.—A. F. Versen, Mercantile Library Bldg., 
St. Louis, Mo. Annual meeting in November. Noonday meetings 
October to May. 

Train Dispatcners’ AssocraTION oF AMERICA.—J. F. Mackie, 7122 Stewart 
Ave., Chicago. Annual meeting June 15, 1915, Minneapolis, Minn. 

TRANSPORTATION CLUB oF Detroit.—W. R. Hurley, Superintendent’s office, 
4 Y. C. R. R., Detroit, Mich. Meetings monthly, Normandie Hotel, 

etroit, 

Utan Society or Ewoineers.—Frank W. Moore, 1111 Newhouse Bldg., 
Salt Lake City, Utah. Regular meetings, 3d Friday in month, ex- 

cept nef and August, Salt Lake City. 

Western Canana Rattway Crun.—L. Kon, Immigration Agent, Grand 
Trunk Pacific, Winnipeg, Man. Regular meetings, 2d Monday, ex- 

. cept June, July and August, Winnipeg. 

Western Rattway Crius.—J. Taylor, 1112 Karpen Bldg., Chicago. 
Regular meetings, 3d Tuesday in month, except June, July and 
August, Karpen Bldg., Chicago. 

Western Society or Encineers.—J. H. Warder, 1735 Monadnock Block, 
Chicago. Regular meetings, 1st Monday in month, except January, 
July and August, Chicago. Extra meetings, except in July and 
August, generally on other Monday evenings. Annual meeting, Ist 
Wednesday after 1st Thursday in January, Chicago. 
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Traffic News 





Circulars have been issued by the traffic department of the 
Rock Island lines, the Wabash and the Missouri, Kansas & 
Texas to their representatives urging their co-operation in the 
“buy it now” campaign. The Rock Island lines have also given 
this movement some space in their March time table, the Chicago 
& North Western has an editorial on the subject in its passenger 
department bulletin, and the Atchison, Topeka & Santa Fe has 
taken it up in its employees’ magazine. 


The International & Great Northern is making preparations 
to handle a very heavy movement of freight during the next 
few months. Extensive agricultural development is in progress 
in the territory along the division between San Antonio and 
Laredo, and the company expects an increase in the interchange 
of traffic between Mexico and the United States through the 
Laredo gateway. Villa is now in control of a large area of 
the country that is tributary to that point and is restoring traffic 
on the National Railways of Mexico as rapidly as possible. 


The Moberly (Mo.) Commercial Club has issued a call for 
a conference of all the commercial clubs in Missouri to be held 
at Moberly on April 8, for the purpose of discussing the present 
financial condition of the Missouri railroads, which the circular 
issued by the club says is one which should commend the serious 
attention of every thinking citizen of the state, It is pointed out 
that more than 2,000 miles of railroads in the state are in the 
hands of receivers, while several other large systems have beeti 
on the brink of receivership for some time, and that such a 
condition would gravely menace the future commercial, indus- 
trial and agricultural welfare of the state. 


Transcontinental express service was inaugurated on March 
30 by the Baltimore. & Ohio road and its western connections 
from New York, Philadelphia and Baltimore to San Francisco 
and Los Angeles, handling shipments of Wells Fargo & Com- 
pany through the Chicago and St. Louis gateways on the fastest 
schedule ever attempted between the leading cities on the two 
coasts. The first train left Jersey City at 8:45 p. m., and extra 
cars were attached at Philadelphia and Baltimore. At Cumber- 
land, Md., the train was divided into two sections—one due at 
Chicago at 9 p. m. and the other due at St. Louis at 1:50 a. m. 
The section through Chicago connects with the “Fast Mail” of 
the Atchison, Topeka & Santa Fe, arriving at Los Angeles at 
8:55 a. m., and San Francisco at 5:30 p. m., the fifth day from 
New York. At Chicago connection is made with the Chicago, 
Milwaukee & St. Paul “Olympian,” for Seattle, Portland and 
Tacoma. The St. Louis section connects with the Missouri Pa- 
cific for Kansas City and San Francisco and with the Iron Moun- 
tain to Texas and the southwest. 


Traffic officers and lawyers of the railways have held several 
meetings during the past two weeks to discuss the bill passed 
by Congress at its closing session to prohibit the railways from 
limiting their liability for loss or damage of freight, in which 
it is believed Congress unintentionally authorized the railways to 
make a general advance of 10 per cent in their freight rates. All 
existing freight rates are embodied in tariffs which include a 
provision, printed in the classification, to the effect that if the 
uniform bill of lading, with its numerous conditions, is not used, 
and the railways accept unlimited liability, they shall receive 
10 per cent more than the rates printed in the tariffs. Rep- 
resentatives of the roads in the three classification territories 
have had meetings and joint conferences in an effort to agree on 
an understanding of what the law requires and what the atti- 
tude of the railways should be toward it. Many of the lawyers 
are of the opinion that if no action is taken rates will auto- 
matically be advanced 10 per cent on the effective date of the 
law, but there is some difference of opinion among the traffic 
men as to whether the railways ought to try to take advantages 
of it. The Interstate Commerce Commission will hold a public 
hearing on April 10, and has announced that “the representatives 
of the carriers are expected to present to the commission sug- 
gestions or plans to be followed by the carriers in the light of 
these changes in the law.” 
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INTERSTATE COMMERCE COMMISSION 


The Duluth Commercial Club has filed a complaint with the 
Interstate Commerce Commission charging discrimination in 
favor of St. Paul and Minneapolis in rates to points on the 
Northern Pacific, Great Northern, Minneapolis, St. Paul & Sault 
Ste. Marie and Minnesota & International. 


The Interstate Commerce Commission has issued a notice say- 
ing that since the discontinuance of the printing of its unreported 
opinions ‘in January, 1913, representatives of carriers, shippers, 
trade bodies and representatives of the press have been insistent 
in their demands that they be furnished with copies of the un- 
reported as well as the reported opinions. In response to such 
requests it has been decided to resume the printing of the un- 
reported opinions, and one copy of each will be placed upon the 
press tables in the secretary’s office. Additional copies desired 
may be obtained directly from the superintendent of documents of 
the government printing office, at a nominal price. 





Railway Ownership of Boat Line on Lake Tahoe 


Opinion by Commissioner Clark: 

The commission finds that the Lake Tahoe Railway & Trans- 
portation Company does not violate the fifth section of the 
Panama canal act by operating a boat line around Lake Tahoe. 
The boat line operated is but an extension of the rail line be- 
tween Truckee, Cal., and Tahoe City, and the rail line does not, 
or may not, compete for traffic with the boat line within the 
meaning of the act. (33 I. C. C., 426.) 


Rates on Strawberries from Washington and Oregon to Montana 


Lindsay & Company, Ltd., et al. v. Northern Express Com- 
pany et al. Opinion by Commissioner Hall: 

The commission finds that the rates on strawberries and cher- 
ries shipped by express in carload lots from Seattle, Tacoma and 
eight other points in Washington and Oregon to Helena, Butte, 
Great Falls and Billings, Mont., are unreasonable and discrimi- 
natory and lower rates are prescribed for the future. The rates 
for initial icing of such shipments or for icing in transit are 
not found to be unreasonable. (33 I. C. C., 394.) 


Rates on Fertilizer from Shreveport 

Meridian Fertilizer Factory et al. v. Abilene & Southern et 
al. Opinion by the commission: 

The commission finds that the present single line rates on 
acid phosphate from Shreveport, La, to Marshall, Jefferson, 
Texarkana, Palestine, Fort Worth, Houston, Bryan and certain 
other points in Texas are not unreasonable but that they are 
prejudicial in those cases where they exceed the rates from New 
Orleans to the same points. It is also found that the rates for 
a haul over two or more lines are unreasonable and it is held 
that the rates for such a haul should not exceed those for a 
haul of like distances over a single line by more than two cents 
per 100 lb. There are certain violations of the fourth section in 
these rates from Shreveport, but consideration of them is left 
for further investigation. (33 I. C. C., 160.) 





Commutation Fares at Washington, D. C. 


Opinion by Commissioner Daniels: 

The Baltimore & Ohio, which at present sells for commutation 
traffic out of Washington on its Washington and Metropolitan 
branches 180-trip tickets good for three calendar months, 60-trip 
tickets limited to 30 days from date of sale and 10, 24 and 50- 
trip tickets has proposed to abolish the 180-trip, the 24-trip and 
the 50-trip tickets, and also to increase the rate on the 60-trip 
tickets which will be left in existence with the 10-trip tickets. 

The carrier was able to show that the traffic was comparatively 
light and that the service was on the whole unprofitable. The 
commission finds that the 24 and 50-trip tickets may properly 
be withdrawn. It also holds that the carrier has justified its pro- 
posed withdrawal of the 180-trip tickets, noting in this connection 
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that it is difficult to see what warrants such a spread as exists 
under the respondent’s tariff between the daily charges under the 
60-trip ticket and the 180-trip ticket, that the present cost per trip 
under this three months’ ticket is by comparison with the fares 
of other carriers evidently too low and that the tendency among 
carriers generally seems to be to do away with the 180-trip com- 
mutation ticket or to put it upon the same basis as the 60-trip 
ticket. It also believes that there is a certain amount of dis- 
crimination under the present arrangement in favor of the com- 
muter who has money to invest in three months’ transportation 
as compared with him who can afford to buy his transportation 
only by the month. 

The withdrawal of the 180-trip ticket will relegate the users 
of that ticket to the 60-trip ticket with a much higher rate per 
trip. In view of the uncertainty of the result the commission 
does not believe it wise at this time to permit an increase in the 
price of the 60-trip ticket. 

Commissioner Clements dissents from the above opinion. 


I. C. C., 428.) 
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Trap Car Hearing at Chicago 


Testimony regarding the methods of handling less than car- 
load freight at Chicago was presented at the hearing last week 
at Chicago before Examiner Brown of the Interstate Commerce 
Commission, on the tariffs filed by the railways imposing a 
charge for trap car service. Testimony on behalf of the Chicago 
roads was presented by Willis E. Gray, who has been making 
an investigation of the Chicago terminal situation for the roads. 
Mr. Gray’s testimony bearing on the cost of trap car service was 
briefly reported in last week’s issue. Attorneys for the shippers, 
including Water L. Fisher for the Chicago Association of Com- 
merce, and John S. Burchmore for the National Industrial Traffic 
League, discovered a large number of errors in his statistical ex- 
hibits. Mr. Gray disputed the contention of the shippers that 
railroad freight stations are congested, saying that not one of 
them is worked to full capacity. He said the average team delay 
was 35 minutes. 

It was brought out that among the tariffs filed hardly any two 
had the same definition of trap car service. Several shippers 
testified as to conditions at their plants to show that if they are 
obliged to pay a charge for trap car service they would cart their 
freight instead and most of them thought that the facilities at 
the railroad freight stations were not sufficient to handle the 
business, 

Mr. Fisher called to the stand W. H. Lyford, general counsel 
for the receivers of the Chicago & Eastern Illinois, who was 
largely instrumental in getting the railroads to co-operate on the 
construction of the classification yards and L. c. L transfer station 
at Clearing. He said the present freight stations in Chicago 
had capacity sufficient to handle the increase of freight for the 
next 20 years, but that it would be necessary to supplement them 
by a transfer plant at some outside point, and that a large per- 
centage of freight which now passes through the city should 
not come within the limits at all. Under present conditions he 
said the more freight a railroad receives, in many cases, the more 
expensive it is per ton to handle it. The present system of han- 
dling less than carload freight, he said, has become unbearable 
to the railroads and is fast becoming so to the shippers. He 
cited some instances in which the terminal charges in Chicago 
amount to more than the gross receipts for the total haul, and 
he thought the cost to the railroad of handling freight after it 
gets to a station is practically double if it comes in trap cars to 
the cost of handling when it comes by team. 

John F. Wallace, chairman of the Railway Terminal Com- 
mission of Chicago, said that one of the most impressive facts 
about the situation is that the more freight a road handles and 
the more nearly in a wholesale manner the business is conducted 
the more it costs per ton. He said the remedy involves a changed 
attitude on the part of railroad officials. He, suggested two pos- 
sible remedies. First, loading outbound freight in bulk in full 
carloads, moving the cars to an outside station and resorting, 
and, second, the construction of freight houses so that several 
floors could be utilized, somewhat in the manner contemplated 
by the Pennsylvania for its proposed new freight terminal. He 
thought that groups of roads might co-operate in handling 
freight to outside sorting stations and that a great deal of money 
could thus be saved. Much of the trouble comes from the law 
which forbids pooling, without which he said the roads might be 
able to unite on some co-operative system. 
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Bion J. Arnold, consulting engineer, and member of the Rail- 
way lerminal Commission, urged the necessity of eliminating 
some of the freight terminals in the congested parts of the city 
or utilizing them in a more universal way. He said all should 
be made universal stations, thereby releasing much property 
which is needed for commercial purposes. 

H. C. Barlow, traffic director of the Chicago Association of 
Commerce, said the proposed trap car tariffs would create dis- 
crimination all over the country. He insisted that the trap car 
service is as much a convenience to the carrier as to the shipper 
and that the shipper shall not be required to pay for it. 

J. Charles Maddison, traffic manager of Montgomery Ward & 
Company, one of the largest users of trap cars in Chicago, said 
that the trackage at the plant cost about $120,000. During Feb- 
ruary 1,457 trap cars were handled, the tracks having a capacity 
of from 55 to 60 cars. These cars are loaded to the firm in 
another city, to gateway points, to outside transfer stations and 
to downtown stations. If the company should send its freight 
to the downtown stations instead of to transfer points, the rail- 
roads would be unable to handle it. He had made an experiment 
by delivering by team to the downtown station of one of the 
roads, and they asked him to let up on that kind of delivery. If 
the four cent rate is applied, Montgomery Ward & Company 
would quit using the trap cars, but would team the freight. He 
thought the trap car service was a distinct advantage to the car- 
riers, saving them the expense of loading, especially as a large 
part of the cars loaded out are those that were brought in under 
loading. He thought there was no excuse for a charge on cars 
that go directly to destination, but as to cars that go to down- 
town service stations he said the service is in effect a substitute 
for drayage, and there should perhaps be a charge for it. 


STATE COMMISSIONS 


The public service commission of Missouri, in connection with 
its investigation of freight and passenger fares, has called upon 
the roads for lists of all officers and their salaries and the 
amounts expended for labor in the various departments. ‘This 
was prompted by a request of one of the interveners in the case, 
that the commission require the roads to file a list of their 
officers who are paid more than $2,000 a year, with the duties 
of each. 


The public utilities commission of Colorado, on April 1, put 
into effect a code of demurrage rules and charges applying to 
all standard-gage railroads in the state. These rules were 
adopted by the commission after investigation and a hearing on 
February 23, at which all the larger carriers in the state were 
represented by their attorneys, traffic and operating officers, also 
by Arthur Hale, general agent of the American Railway Asso- 
ciation, and W. E. Backensto of the Colorado Demurrage Bureau. 
On March 15, the commission tentatively adopted and issued a 
set of rules to which the carriers were to set forth all objec- 
tions before April 1. Some changes were made in response to 
these objections. It has been the aim of the commission, it is 
stated, to have these rules follow as closely as possible the na- 
tional uniform code of demurrage rules with only such excep- 
tions as are considered necessary to meet the’ conditions of Colo- 
rado intrastate traffic. 


COURT NEWS 


In the United States District Court at Little Rock, April 3, 
Judge Trieber handed down a decision making void the Ar- 
kansas two-cent passenger fare law, and the commission freight 
tariff as applied to the St. Louis & San Francisco in Arkansas. 
He held both to be confiscatory and the state was perpetually 
enjoined from enforcing a two-cent intrastate rate upon that 
company. The case had been in court seven years. The road 
will at once announce passenger tariffs based on a rate of three 
cents a mile. 


In the Federal Court at Trenton, N. J., April 5, the Central 
of New Jersey was fined, in connection with the violations of 
law, noticed in these columns March 19, page 643, the sum of 
$200,000, being at the rate of $8,000 on each of 25 counts in the in- 
dictment. The company announced that an appeal would be 
taken to the higher court. Counsel for the road in his argument 
declared that no one had been injured by the rebating and that 
no shipper had complained. 
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The attorney general of Texas has filed suit against 41 rail- 
roads in the district court at Austin, Tex., seeking to enjoin 
them from issuing free transportation, except to officers, agents 
and employees. It is charged that the issuance of free trans- 
portation is a discrimination against all of the traveling public 
who are required to pay full fare, and that the railroads in the 
past 10 years have issued free transportation to the extent of 
12 per cent of their total passenger mileage, or to an amount 
-~ enough to pay a dividend of 2.41 per cent on their capital 
stock. 


E. P. Vanderwicken, president and general manager of the 
Art Shade Company, was fined $125 and costs by Judge Car- 
penter in the United States circuit court at Chicago on April 2, 
on charges of violating the law by the misdescription of ship- 
ments of art glass shades as glass shades. Indictments were 
returned against the company on November 7, 1914. These 
shipments were forwarded from Chicago to various points in 
Western Classification territory and the Western Classification 
rates art glass shades, L. c. L., as double first class and glass 
shades as second class. Several notices were sent to the firm 
directing its attention to the misbilling as being in violation of 
Section 10 of the act to regulate commerce. 





Interstate Traffic Suits in State Courts 


The Supreme Court of the United States on Monday of this 
week, in the case of the Pennsylvania Railroad against the Puri- 
tan Coal Mining Company, held that a suit against a carrier for 
damages could be brought in either the federal or the state court, 
the amendment to the Interstate Commerce law, in putting suits 
of this kind under the authority of the Interstate Commerce Com- 
mission, having provided that litigants should not lose any right 
which they already possessed. The Interstate Commerce Com- 
mission has jurisdiction to decide as to facts; but in this case 
there was no question as to the facts which constituted the il- 
legal action of the road, and therefore the Puritan Coal Company 
was justified in going directly to the court. The amendment to 
the Interstate Commerce act as to car supply was purposely 
drawn to secure new rights to shippers, and at the same time 
to protect them in all former rights under the common law or 
the ,statutes. 

The case arose out of the failure of the road in the period of 
the coal strike in 1902 to furnish the proper quota of cars to the 
Puritan Company, which presented a claim for a loss of profits 
amounting to $260,777. Suit was brought in the Court of Com- 
mon Pleas of Clearfield county, Pennsylvania, where the court 
without a jury found the facts as set forth by the coal com- 
pany. The distribution sheets put in evidence by the road 
showed that it was the practice to supply cars to the “Scalp Level 
region” in preference to the mountain region. The Berwind- 
White Coal Company being located in the former region, it was 
charged that the road purposely discriminated in favor of that 
company. 

Justice Lamar, in the decision, holds that Section 3 of the 
Interstate Commerce act makes it unlawful for the carrier to 
prefer one shipper over another, and that Section 8 gives the 
shipper the right of action for damages by presentation of his 
case to the Interstate Commerce Commission for a determination 
of the facts, and then by suit in the federal courts to the ex- 
clusion of any other remedy in the state courts, the federal 
courts having exclusive jurisdiction. With these two 
standing alone, the shipper would have had no remedy in the 
state courts; but under Section 22 of the act it is provided that 
there shall be no abridgment of remedies already existing 
at common law or statute, so that all three sections must be 
read together; and therefore Sections 8, 9 and 22 give the ship- 
per new rights and protect those he has already enjoyed 

While former decisions provide that suits for discrimination 
must be passed on first by the Interstate Commerce Commis- 
sion, and that until the commission has passed on the case no 
court has any jurisdiction, the present decision holds that if the 
carrier’s rule shows on the face of it that it has been unequally 
applied and suit is brought for damages by violation or by dis- 
criminatory enforcement, thére is no administrative question in- 
volved, and the courts may decide on the facts. The decision 
holds that the liability is the same whether there is a breach 
of common law duty to furnish cars or discrimination in the 
supply of cars. 
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Railway Officers 
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Executive, Financial, Legal and Accounting 


T. J. Kennedy on March 19 qualified as co-receiver of the 
Algoma Central & Hudson Bay, with headquarters at Sault Ste. 
Marie, Ont. 


W. E. Douglass, assistant claim agent for the Sunset-Central 
Lines at El Paso, Texas, has been appointed general claim 
agent, with headquarters at Houston, Texas, succeeding W. D. 
Herring, deceased. 


J. O. Talbot, auditor of disbursements of the Missouri, 
Kansas & Texas, of Texas, with headquarters at Dallas, has 
been appointed auditor of the Maryland & Pennsylvania, 
with office at Baltimore, Md., effective April 1. 


P. B. Bradley, vice-president of the Charlotte Harbor & North- 
ern at Boston, Mass., has been elected president, with head- 
quarters at Boston, succeeding James M. Gifford, who becomes 
first vice-president and general counsel, with headquarters at 
New York. L. M. Fouts, second vice-president and general man- 
ager at Boca Grande, Fla., has resigned, and Thomas A. Doe 
has been appointed treasurer, with headquarters at New York, 
succeeding James B. Kilburn. 


John Calvin Nelms, Jr., who has been appointed general au- 
ditor of the Norfolk Southern, with headquarters at Norfolk, 
Va., was born on June 21, 1871, at Suffolk, Va., and began rail- 
way work on November 1, 1891, with the Norfolk & Western. 
He served consecutively as warehouse clerk, yard clerk, billing 
clerk, cashier, assistant agent and agent on that road until Janu- 
ary, 1903, and was then out of railway work for less than one 
year. He was then appointed freight claim agent of the Suffolk 
& Carolina, and in January, 1905, was promoted to auditor. He 
subsequently served as auditor of its successor, the Virginia & 
Carolina Coast, until August, 1906, when the latter road became 
a part of the Norfolk Southern, and since that time was in the 
service of the John L. Roper Lumber Company, Norfolkf Va., 
as auditor, from which position he resigned on April 1 to become 
general auditor of the Norfolk Southern. Mr. Nelms is also 
vice-president and auditor of the Carolina Railroad and the 
Kinston Carolina Railroad & Lumber Company. 


Operating 


R. J. Hinkle has been appointed general manager of the 
Mississippi, Hill City & Western, with office at Hill City, 
Minn., succeeding W. W. Rabey, resigned. 


H. J. Plumhof, trainmaster of the Idaho division of the Oregon 
Short Line, has been appointed safety commissioner, with head- 
quarters at Salt Lake City, Utah, succeeding L. E. Abbott, pro- 
moted. 


R. S. Anderson has been appointed terminal trainmaster of 
the Chesapeake & Ohio, in charge of all yards, with headquarters 
at Richmond (Va.) terminal, and the office of general yard- 
master at Richmond terminal has been abolished. 


Jesse G. June, superintendent of terminals of the Erie with 
office at Jersey City, N. J., has been appointed superintendent of 
the Allegheny and Bradford divisions with office at Salamanca, 
N. Y., succeeding Fred M. Hawley, deceased. Eugene R. Allen, 
assistant superintendent of terminals, at Jersey City, succeeds 
Mr. June, and D. R. Crowley, special agent, has been appointed 
terminal trainmaster at Jersey City. 


E. B. Pengra; superintendent of the Sumpter Valley, has 
been appointed general manager, with headquarters at Baker, 
Ore., and will assume the duties heretofore taken care of by 
D. C. Eccles, president, to whom Mr. Pengra reports. Mr. 
Pengra began railway work in 1893 with the Southern Pacific, 
with which company he remained 2) years, filling the positions of 
telegraph operator and agent and chief train despatcher. In 
November, 1913, he went to the Sumpter Valley as superintendent 
of transportation, and he is now promoted to the position of 
superintendent, as above noted, effective March 23. 
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George Owen Brophy, whose appointment as superintendent 
of the Wyoming division of the Union Pacific, with headquarters 
at Cheyenne, Wyo., has already been announced in these col- 
umns, was born on No- 
vember 14, 1864, at Eagle, 
Waukesha county, Wis- 
consin. He was educated 
in the common schools, 
and began railway work 
in August, 1888, as a 
brakeman on the Union 
Pacific at Laramie, Wyo. 
He left that road in No- 
vember, 1888, and re- 
entered its service in 
April of the following 
year as a brakeman. In 
April, 1891, he went to 
the Missouri Pacific at 
St. Louis, Mo. as a 
switchman, and in July 
of that year again en- 
tered the employ of the 
Union Pacific at Omaha, 
Neb., as a_ brakeman. 
He was promoted to con- 
ductor in August, 1892, 
and was appointed train- 
master in March, 1912, which position he held until his recent 
promotion to superintendent of the Wyoming division, as above 
noted. 





G. O. Brophy 


J. H. Clark, who has been appointed assistant general 
superintendent of the New York division of the Baltimore & 
Ohio, also general superintendent of the Staten Island lines 
and superintendent of 
floating equipment of 
the same companies, 
with headquarters at 
St. George, Staten 
Island, N. Y., as has 
already been announced 
in these columns, was 
born on June 22, 1864, 


at Smithtown, Long, 
Island, N. Y. After 
finishing the public 


school course he took 
a special course in en- 
gineering at Cooper’s 


Institute, New York. 
He then served as an 
apprentice with the 


New York Iron Works 
& Engine Builders, and 
on April 1, 1884, be- 
came engineer of fer- 
ries of the West Shore 
Railroad. In October, 
1888, he was appointed 
chief engineer of ferries of the Staten Island Rapid Transit 
Railway and in April, 1895, was placed in charge of the Bal- 
timore & Ohio’s floating equipment in New York harbor. 
Four years later Mr. Clark was appointed assistant superin- 
tendent of floating equipment of the Baltimore & Ohio, and 
in September, 1902, he was promoted to master mechanic of 
the Staten Island Rapid Transit Railway. In May, 1913, he 
was promoted to superintendent of floating equipment of the 
Baltimore & Ohio system and now becomes also assistant 
general superintendent of the New York division and general 
superintendent of the Staten Island lines, as above noted. 


Traffic 
William J. Doran has been appointed general agent of the 
Union Pacific at Los Angeles, Cal., in place of H. O. Wilson, 
resigned. 
H. W. Rieck, superintendent of transportation of the Sam 
Antonio, Uvalde & Gulf at San Antonio, Texas, has been 
appointed division freight and passenger agent at that place. 
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W. H. Snell, general agent, passenger department, of the 
Canadian Pacific at New York, has been appointed general pas- 
senger agent, eastern lines, with headquarters at Montreal, 
Que., succeeding William Stitt, deceased. 


William H. Lewis has been appointed general agent, freight 
and passenger departments, of the Chesapeake & Ohio, also rep- 
resenting interests of the Kanawha Despatch and Blue Ridge 
Despatch Fast Freight Lines, at San Francisco, Cal. 


H. B. Brittan, district passenger agent of the Pacific Coast 
Steamship Company, at Los Angeles, Cal., has been appointed 
district passenger agent, with headquarters at San Francisco, 
succeeding W. R. Meech, resigned, and A. S. Jones, city passen- 
ger agent at Los Angeles, succeeds Mr. Brittan. 


J. W. Daly, division freight agent of the International & 
Great Northern at Galveston, Tex., has been appointed also di- 
vision passenger agent, and J. W. King, division freight agent 
at San Antonio, has been appointed also division passenger 
agent at that point. W. E. Pitch, district passenger agent at 
San Antonio, has been assigned to other duties. 


Engineering and Rolling Stock 


Samuel T. Wagner, assistant engineer of the Philadelphia & 
Reading at Philadelphia, Pa., has been appointed chief engineer, 
with headquarters at Philadelphia, succeeding William Hunter, 
deceased. 


B. J. Schwendt, formerly signal engineer of the Toledo & 
Ohio Central, and the Zanesville & Western, has been appointed 
superintendent of telegraph, and now has charge of the tele- 
graph department, while retaining jurisdiction over the signal 
department. The telegraph department work on these roads 
was formerly handled by the superintendent of telegraph of the 
New York Central Lines West, at Cleveland, Ohio. 


The offices of supervisor of track, buildings and water sup- 
ply on the Newport News and Norfolk Terminal district of the 
Chesapeake & Ohio have been abolished. J. S. Purdie, super- 
visor of track, Rivanna district, has been relieved of jurisdiction 
over Virginia Air Line branch. V. T. Douglas, supervisor of 
track, Peninsula and Piedmont districts and Orange branch, has 
been relieved of jurisdiction over Piedmont district and Orange 
branch, and his territory in future will include Newport News 
and Norfolk Terminal district. The territory of I. Gar- 
rison, supervisor of bridges and buildings, Richmond division, 
has been extended and will include Newport News and Norfolk 
Terminal district, and C. A. Stanley has been appointed super- 
visor of track in charge of Piedmont district, Orange and Vir- 
ginia Air Line branches. 


Robert Ferriday, engineer maintenance of way of the 
Cleveland, Cincinnati, Chicago & St. Louis at Indianapolis, 
Ind., has been appointed engineer maintenance of way of the 
Chicago division, with headquarters at Indianapolis. A. M. 
Turner, district engineer, with offices at Middletown, Ohio, 
and Indianapolis, Ind., has been appointed engineer mainte- 
nance of way of the Peoria & Eastern division, with head- 
quarters at Indianapolis, Ind., vice Robert Ferriday. C. W. 
Cochran, engineer maintenance of way of the Cairo division 
at Mt. Carmel, Ill., has been appointed engineer maintenance 
of way of the Cleveland division, with headquarters at Galion, 
Ohio, vice Joseph Mullen, who has been appointed assistant 
engineer attached to the office of the chief engineer at Cin- 
cinnati, in charge of special investigations. A. F. Maischaider, 
engineer maintenance of way of the Michigan division at 
Wabash, Ind., succeeds Mr. Cochran, and J. W. Burt, super- 
visor of track at Springfield, Ohio, succeeds Mr. Maischaider. 


Purchasing 


E. J. Roth has been appointed purchasing agent of the Chi- 
cago, Indianapolis & Louisville, with headquarters at Chicago, 
Succeeding Fred Davidson, resigned. The position of supply 
agent is abolished and the purchasing agent will have juris- 
diction over purchases and supplies. 


Special 


T. A. Rittenhouse has been appointed real estate and tax com- 
missioner of the Chicago & Alton, with headquarters at Chicago, 
succeeding D. J. Corkery, resigned. 


RAILWAY AGE GAZETTE 





807 


OBITUARY 


William Stitt, general passenger agent, eastern lines, of the 
Canadian Pacific, with headquarters at Montreal, Que., died sud- 
denly on April 1 in that city. 


Albert G. Tuttle, formerly division general freight agent of the 
New York & New England at Hartford, Conn., and later in the 
service of its successor, the New York, New Haven & Hartford, 
in the general freight office at New Haven until he retired from 
railway work in 1904, died on April 2 at Hartford, at the age of 
81. He was a brother of the late Lucius Tuttle, formerly chair- 
man of the board of directors of the Boston & Maine. 


G. W. McMullen of Picton, Ont., who was one of the two lead- 
ers in the construction of the Central Ontario, now a part of the 
Canadian Northern, died suddenly in Chicago, March 23, of heart 
failure. Mr. McMullen was not only prominent in Canada as a 
railway builder, but also was an important figure in the Canadian 
Pacific, in its early days. He it was who brought together Sir 
Hugh Allan and the American capitalists who proposed to pro- 
vide the money for the construction of the first Canadian railway 
to the Pacific ocean. He was also an inventor, and his visit to 
Chicago last month was made in connection with the annual 
convention of the American Railway Engineering Association, 
before which he spoke on his invention for the preservation of 
timber. 


William Hunter, chief engineer of the Philadelphia & Read- 
ing, with headquarters at Philadelphia, Pa., died on April 2, in 
a hospital in that city from the effects of a stroke of paralysis. 
Mr. Hunter was born 
on May 25, 1854, at 
Moselem, Berks county, 
Pa., and graduated from 
the Polytechnic College 
of Pennsylvania in 1872. 
The same year he began 
railway work as a rod- 
man on the Philadelphia 
& Reading, remaining in 
that position until 1876, 
when he became engaged 
in private business. In 
the summer of 1877 he 
returned to railway 
work, and until the fall 
of 1878 was division en- 
gineer on the Pittsburgh 
& Lake Erie. The same 
year he was appointed 
assistant engineer of the 
Philadelphia & Reading, 
and later served as as- 
sistant roadmaster and 
assistant chief engineer 
until August, 1900, when he was promoted to chief engineer of 
the same road. 





W. Hunter 


TuRKEY AND THE SMYRNA-AIDIN RaILwAy.—With a terminus 
at a port of such international importance as Smyrna, the Otto- 
man Railway from Smyrna to Aidin was bound to be seriously 
affected by war conditions. Even before the actual rupture of 
diplomatic relations between England and Turkey on November 
5, there was serious arbitrary interference by the Ottoman gov- 
ernment with the conduct of the company’s business. From the 
end of August the traffic was much hindered by the mobilization 
of troops, the commandeering by the government of all animals 
available for transport, the prohibition of the export of grain, 
and the closing of the port of Smyrna. Yet the working of the 
railway was carried on until November 27, when, without pre- 
vious notice, the Turkish military authorities took forcible pos- 
session and placed the general manager under arrest as a prisoner 
of war. The Turkish government formally assumed the man- 


agement of the line on December 6 and immediately dismissed 
the French and British members of the staff. All postal and 
telegraphic communication with Smyrna has been cut off since 
the beginning of the war, but it is understood that a limited cir- 
culation of traffic is still maintained.—Kailway Gazette. 
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Equipment and Supplies 
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Supply Trade News 








LOCOMOTIVE BUILDING 


Tue CuHestnut Ripnce has ordered one six-wheel switching 
locomotive from the Baldwin Locomotive Works. 


Tue Mount Hore MINERAL has ordered one Consolidation 
type locomotive from the Baldwin Locomotive Works. 


Tue STANDARD Om Company has ordered two four-wheel 
switching locomotives from the Baldwin Locomotive Works. 


Tue MINNEAPOLIS, St. PAUL, RocHEestTer & DuBuQUE ELECTRIC 
Traction has ordered 3 gas-electric locomotives from the Gen- 
eral Electric Company. 

Tue Cyicaco, BurLincron & Quincy has ordered 5 Mikado 
type locomotives from the Baldwin Locomotive Works, in ad- 
dition to the 15 Pacific, 20 Mikado and 15 Santa Fe type loco- 
motives reported in the Railway Age Gazette of March 12. 


CAR BUILDING 


Tue ILLinois CENTRAL has ordered 100 gondola cars from the 
American Car & Foundry Company. 


THe RicHMoNpD, FRrepERICKSBURG & Potomac has ordered 6 
all-steel coaches from the American Car & Foundry Company. 


THE INTERNATIONAL & GREAT NorTHERN, reported in the Rail- 
way Age Gazette of March 26 as- being in the market for 1,000 
freight cars, has issued inquiries for 500 80,000-lb. capacity steel 
underframe box cars, 200 60,000-lb. capacity steel underframe 
stock cars and 300 ballast cars. This company also contem- 
plates purchasing 6 passenger cars. 

Tue MINNEAPOLIS, St. Paut, Rocuester & DusuguE ELEc- 
TRIC TRACTION was reported in the Railway Age Gazette of 
March 26 as having ordered 45 80,000-lb. capacity box cars, 12 
trailer passenger cars and two electric motor cars from the 
J. G. Brill Company. This item was incorrect in that there were 
ordered from the J. G. Brill Company 45 box cars, 9 trailer pas- 
senger cars, 2 combination mail and express cars and one bag- 
gage car and from the General Electric Company, 2 gas-electric 
motor cars. 


IRON AND STEEL 


THe PHILADELPHIA & READING is asking bids on 150 tons of 
bridge work. 

Tue Norrotk & WESTERN is in the» market for 4,000 tons of 
heavy section rails. 


PENNSYLVANIA RaILroAp has ordered 400 tons of bridge ma- 
terial from the Fort Pitt Bridge Works. 


Tue VicksspurG, SHREVEPORT & Paciric has ordered 230 tons 
of steel for its bridge over the’ Red river at Shreveport, La. 


Tue SouTHERN has ordered 500 tons of steel from the Penn- 
sylvania Steel Company, for a bridge at Charlottesville, Va. 


Tue Cuicaco, MitwAuKEE &.St. PAu has ordered 165 tons 
of steel for roofs and lintels for seven sub-station buildings in 
Butte, Mont. 


Tue Erte has ordered 5,000 tons of steel rails from the Beth- 
lehem Steel Company and 9,000 tons from the Lackawanna 
Steel Company. 


Tue AtLantic Coast Line has placed an order with the 
Phoenix Bridge Company, Phoenixville, Pa., for 250 tons of 
steel to be used in a drawbridge which it is constructing at 
Tampa, Fla. 


Raitway Employees IN THE Unitep Kincpom.—A report re- 
cently issued by the English Board of Trade shows that the rail- 
ways of the United Kingdom during 1913 employed 615,985 per- 
sons weekly, the average salaries and wages amounting to $4.,- 
424,085. The 12 principal companies employed 508,434 of this 
number and paid $3,610,220 of the total weekly amount. 


George F. Murphy has been placed in charge of the Pittsburgh 
sales office of the Heine Safety Boiler Company, St. Louis, Mo, 


The Standard Paint Company has moved its head office in 
New York from 100 William street to room 572, Woolworth 
building. 


A. G. Shaver, recently signal engineer of the Rock Island 
Lines, announces the opening of an office in the Transporta- 
tion building, Chicago, as consulting electrical and _ signal 
engineer. 


J. S. Wright, formerly in the Detroit office of Manning, Max- 
well & Moore, Inc., has been appointed manager of the Boston 
office, succeeding Walter M. Wood, who has resigned because 
of ill health. 


L. L. Cohen, formerly with the H. W. Johns-Manville Com- 
pany, has resigned to accept service with the Safety First Manu- 
facturing Company, with headquarters in the Railway Exchange 
building, Chicago. 


M. A. Sherritt, manager of the Philadelphia branch of Man- 
ning, Maxwell & Moore, Inc., New York, has resigned to accept 
the position of vice-president and general manager of the Sher- 
ritt & Stoer Company, Inc., Philadelphia, Pa. 

Stockholders of the International Smokeless Powder & 
Chemical Company, at a special meeting held on April 6, 
agreed to sell the plant, franchises and patents of the company 
to the E. I. du Pont de Nemours Company for $5,760,000. 


The American Steel Foundries has been given a license by 
the United States Steel Corporation for the construction of a 
six-ton Heroult electric furnace at its Indiana Harbor, Ind., plant 
and will add electric steel castings to the products of that plant. 

The Oregon-Washington Railroad & Navigation Company has 
awarded a contract to the Roberts & Schaefer Company, Chicago, 
for the designing and building of a large reinforced concrete 
counterbalanced type locomotive coaling plant with electric auto- 
matic operation, with sand handling facilities at the new Sum- 
mit Boulevard yard, Spokane, Wash. 

William Disston, president of Henry Disston & Sons, Phila- 
delphia, Pa., died suddenly of heart disease at his summer home 
near Philadelphia on April 5. Mr. Disston was born in Phila- 
delphia on June 24, 1859. Besides being president of the saw 
company he was head of the Henry Disston & Sons File Com- 
pany, and the Henry Disston & Sons Steel Works. 


L. G. Grossman, who for some time has had an office in 
Washington, D. C., for the general practice of law and the 
handling of legal business in the District of Columbia, and deal- 
ing largely with the securing of patents, has also opened an 
office at 538 Transportation building, Chicago, and contem- 
plates opening offices in Cincinnati, Ohio and Kansas City, Mo. 


The annual luncheon of the former employees of the New 
York Central signal department will be held at the Hotel 
Astor on May 26, which is the first day of the New York May 
meeting of the Railway Signal Association. It is announced 
that further details may be obtained from F. C. Lavarack, 
general sales manager of the Signal Accessories Company, 
30 Church street, New York. 


W. B. Huey, until recently president of the American Blue 
Print Paper Company, and A. H. Huey, until recently sales 
manager of that company, announce the formation of a neW 
company, under the name of the Huey Company, with offices 
and plant at 59 East Adams street, Chicago. The company will 
engage in the production of blue, black line and other prints. 
litho productions, hectograph copies and photostat reproductions 


J. P. Rapp, a steel wheel specialist, has resigned from the 
Forged Steel Wheel Company, Pittsburgh, Pa., and allied com- 
panies, and has been appointed vice-president of the Gulick- 
Henderson Company, inspecting, consulting and chemical engt 
neers, of New York. Mr. Rapp assisted Charles T. Schoen 
developing his wheel, and has been directly connected with the 
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industry from its earliest inception. He will give this item of 
railway equipment his particular attention. 


Judge Landis, of the United States district court at Chicago, 
rendered a decision on March 25, in favor of the plaintiff, in 
a suit brought by Felt & Tarrant Manufacturing Company for 
infringement of its Comptometer patents by the Burroughs cal- 
culating machine made by the Burrough Adding Machine Com- 
pany. The suit has been pending for several years and involved 
charges of infringement of 58 claims in four patents. The de- 
cree was suspended pending an appeal to the court of appeals. 


The reorganization plan of the United States Light & Heat- 
ing Company, Niagara Falls, N. Y., which was announced 
April 6, provides for the issue of $3,000,000 7 per cent non- 
cumulative preferred stock and $4,000,000 common stock. 
The preferred is to have the right to elect a majority of the 
board of directors and will be held in a voting trust for five 
years. It is also proposed to authorize $1,000,000 first mort- 
gage sinking fund 6 per cent 20-year gold bonds, of which 
$500,000 are to be issued and sold at present. Preferred 
stockholders are given the right to subscribe to the new pre- 
ferred stock and upon payment of $15 per share of their 
present holdings will receive share for share in new preferred 
stock. Common stockholders will be given the privilege of 
subscribing to the preferred and common stock of the new 
company, and upon the payment of $2.50 per share of their 
present holdings of common stock will receive $5 in new 
preferred and $20 in new common stock. Both common and 
preferred stockholders may also subscribe for the new bonds 
at the price of $875 and accrued interest, for each $1,000 bond 
with $1,000 of common stock of the new company attached. 
The bonds are also offered in denominations of $500 and $100 
at the same rate. 


Osborn Van Brunt, whose appointment as manager of the 
traffic and railway sales department of the General Roofing Man- 
ufacturing Company was announced in these columns last week, 
was for 10 years traffic 
manager of the Simmons 
Hardware Company, St. 
Louis. Before entering 
the service of that 
company he was_ for 
seven years connected 
with the traffic depart- 
ment of the Burlington 
system, beginning his 
railway service in 1898 
in the local freight office 
of the old Hannibal & 
St. Joseph at Kansas 
City, where he served 
for three or four months, 
after which he was lo- 
cated at Leavenworth. 
Kan., for a year as so- 
liciting freight agent. 
He was then engaged as 
rate clerk in the general 
freight office at St. Louis 
for a year or two under 
D. O. Ives, at that time 
general freight agent, then until 1905 he served as chief clerk 
and contracting freight agent in the commercial office of the 
Burlington lines at St. Louis. In the spring of 1905 he went to 
the Simmons Hardware Company as assistant to S. F. Pryor, 
then traffic manager. When Mr. Pryor left to become general 
purchasing agent for the Gould lines Mr. Van Brunt succeeded 
him as traffic manager, which position he held until his recent 
appointment with the General Roofing Manufacturing Company. 





O. Van Brunt 


Stockholders of the Youngstown Sheet and Tube Company 
on April 6 approved a resolution of the board of directors to 
issue $5,000,000 in stock to provide for additions to the com- 
Pany’s plant at Youngstown. A by-product coking plant will 
be installed. The Republic Iron & Steel Company has an- 
nounced the expenditure of nearly $3,000,000 for changes and 
additions at its Youngstown mills, and the Youngstown Iron & 


Steel Company will spend nearly $2,000,000 in additions to its 
Open-hearth plant. 
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Locomotive Pulverized Fuel Company 

The Locomotive Pulverized Fuel Company has recently been 
organized, with offices at 30 Church street, New York, for the 
purpose of introducing the use of powdered coal, lignite and 
peat on steam locomotives. The officers are Joel S. Coffin, chair- 
man; J. E. Muhlfeld, president; H. F. Ball, vice-president, and 
Samuel G. Allen, secretary and treasurer. This company has 
obtained the control of various practical appliances and processes 
which are essential to the effective and economical use of pow- 
dered anthracite and bituminous coal, lignite and peat in loco- 
motive and other types of steam boilers used for railroad pur- 
poses, the equipment being also readily convertible, with prac- 
tically no extra cost, for the use of fuel oil. 

For some time past the officers of the company have had ex- 
haustive research, investigations and experiments made to de- 
termine the practical utility of various improved methods for 
firing steam locomotives, with the result that they claim to have 
demonstrated in actual road service that the burning of solid 
3 fuels, in a powdered 
form in suspension, gives 
the most _ satisfactory 
results with respect to 
boiler evaporative  ca- 
pacity and cylinder 
power through the elimi- 
nation of cinders, sparks 
and smoke and by the 
reduction of otherwise 
waste fuel and heat, and 
of cylinder back pres- 
sure. Incidental to these 
advantages may be added 
the elimination of the 
usual smokebox draft 
and cleaning appliances ; 
rocking and drop grates; 
ash pans; fire tools; 
physical labor for firing; 
liability to set fires from 
smokestack and ash pans ; 
necessity for building, 
cleaning and  dump- 
ing fires; clogging of 
boiler tubes and flues; and the constant inspection, repair and 
renewal of the combustion appliances required when fuel is 
burned on grates. This development in locomotive firing is of 
interest at this time when the railroads are being pressed to ob- 
tain the greatest possible 
capacity from their loco- 
motives at the minimum 
cost for operation and 
maintenance, when there 
is a constant demand for 
the use of the smaller 
sizes and inferior grades 
of fuel for railroad pur- 
poses and when the pub- 
lic is complaining of the 
smoke, cinder, spark and 
dust nuisances and of 
the constantly increasing 
fire losses. 

Joel S. Coffin, the chair- 
man of the company, is 
also president of the 
Franklin Railway Supply 
Company, New York, 
which he organized in 
1902, and vice-president 
of the American Brake 
Shoe & Foundry Com- 
pany, Mahwah, N. J. He 
entered railway service when he was 17 years old as a shop ap- 
prentice and was later fireman, enigneman, and road foreman 
of engines. In 1892 he entered the mechanical department of 
the Galena Signal Oil Company, becoming in 1896 manager of 
that department and in 1907 vice-president of the company. 

John E. Muhlfeld, the president of the company, has been. en- 
gaged for some years in railway expert work and has developed 





J. S. Coffin 
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several important devices. He was born at Peru, Ind, on Septem- 
ber 18, 1872. From 1889 to 1893 he attended classes in mechanical 
engineering at Purdue University, spending summer vacations in 
civil engineering work on the Peru & Detroit and as engine 
wiper and machinist apprentice in the Fort Wayne shops of the 
Wabash. After leaving Purdue he continued as apprentice, ma- 
chinist and pit foreman until the summer of 1894 when the great 
railway strike of that year gave him an opportunity to become a 
fireman and engineman 
on the Wabash. As a 
result of the experience 
gained he was made, in 
November, 1894, engine 
house foreman at Peru. 
He later became general 
foreman and _ remained 
with the Wabash until 
February, 1899, when he 
left to master 
mechanic on the Grand 
Trunk. In September, 
1901, he became super- 
intendent of machinery 
and rolling stock on the 
Canadian Government 
Railways at Moncton, N. 
B., leaving in October, 
1902, to become assistant 
to the general superin- 
tendent of motive power 
of the Baltimore & Ohio 
at Baltimore. In Febru- 
ary, 1903, he was made 
superintendent of motive power at Newark, Ohio, and in June, 
1903, general superintendent of motive power at Baltimore. He 
held this position until November, 1908, when he left to engage 
in railway expert work. In this connection he made inspections 
and reports of the char- 
acteristics of a number 
of roads, including the 
Kansas City Southern, 
of which, from Novem- 
ber, 1910, to August, 
1912, he was vice presi- 
dent and general man- 
ager. 

H. F; Ball is also 
president of the Econ- 
omy Devices Corpora- 
tion, New York. He en- 
tered railway service in 
1884 as an apprentice on 
the Pennsylvania at Al- 
toona. In 1888 he en- 
tered the drafting room 
at Altoona, and = in 
1890 was appointed chief 
draftsman of the car de- 
partment of the Lake 
Shore. In 1892 he was 
made general foreman of 
the car shops at Cleve- 
land, and two years later became general car inspector. In 1899 
he was made mechanical engineer and in 1902 superintendent of 
motive power. In 1906 he left the road to become vice-president 
of the American Locomotive Automobile Company, but a few 
months later his jurisdiction was extended over the American 
Locomotive Company as vice-president in charge of engineering. 
In December, 1912, he left the American Locomotive Company 
to open an office as special consulting engineer, becoming early 
in 1913 president of the Economy Devices Corporation. Mr. 
Ball was president of the Central Railway Club in 1900 and of 
the Master Mechanics’ Association in 1905-6. 

S. G, Allen, the secretary and treasurer of the new company, 
graduated from college in 1891 as a lawyer. After practicing 
for about nine years he became general manager of the Frank- 
lin Air Compressor Company, now part of the Chicago Pneu- 
matic Tool Company. He is now vice-president of the Franklin 
Railway Supply Company, secretary of the American Arch Com- 
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pany, treasurer of the Locomotive Superheater Company, vice- 
president of the Economy Devices Corporation, secretary of the 
American Materials Company and vice-president of the General 
Equipment Company, all of New York, and secretary of the 
executive and finance committees of the American Brake Shoe & 
Foundry Company, Mahwah, N. J. 


TRADE PUBLICATIONS 


Ram Joint INsuLation.—The American Vulcanized Fibre 
Company, Wilmington, Del., has issued bulletin No. 35—an eight- 
page folder, showing the method of installation and characteris- 
tics of Vul-Cot for insulating joints. It also gives a comparative 
table of various insulating materials. 

Guarp Rait.—The Cleveland Railway Supply Company, 
Cleveland, Ohio, has just issued a bookiet describing the New- 
hall guard rail structure, including the main rails, tie plates and 
other accessories. The booklet is well illustrated with photo- 
graphs and drawings, showing the essential features of the de- 
sign. 

STEAM Trap.—Catalog No. 8 of the Automatic Steam Trap 
& Specialty Co., Detroit, Mich., is devoted to the Barton expan- 
sion automatic steam trap which is manufactured by this com- 
pany. In addition to the price list the catalogue contains a num- 
ber of illustrations of traps in service and a number of testi- 
monials from users of the device. 


GrapHic Metuop.—The Statistics Bureau, 5 East 42nd street, 
New York, has issued a 20-page catalog entitled Materials 
for the Graphic Presentation of Facts. It deals with drawing 
room material, cross section paper, maps and other materials 
for statistical work, and in addition contains a list of books 
dealing with the general subject of graphic presentation cf facts. 


Compressed Air.—The Blaisdell Machinery Co., Bradford, Pa., 
has recently issued a loose-leaf catalog which is devoted to its 
line of air compressors, vacuum cleaning system and accessories. 
It is well illustrated and contains considerable information rela- 
tive to the installation and operation of compressed air equip- 
ment in addition to the description of the devices manufactured 
by the company. 


Water.—The Kennicott Co., Chicago Heights, Ill., has re- 
cently issued a pamphlet entitled Water, Its Storage, Purifica 
tion and Measurement for Industrial Purposes, in which is 
set forth the advantages of soft water as applied to various in- 
dustries. It contains several illustrations of Kennicott plant. 
Kennicott water softener plants and other equipment manufac- 
tured by this company. 


PROTECTING STRUCTURAL STEEL.—The Cement Gun Company, 
New York City, has issued a pamphlet describing the use of 
the cement gun in protecting the steel substructure of the Cort- 
landt street ferry terminal of the Pennsylvania at New York 
from corrosion by a thin coating of Gunite applied without re- 
inforcing of any kind. The detailed outline of the method of 
procedure is accompanied by photographs. 


RaIL 


Specifications for 
Steel Rails is the title of a booklet which has just been issued 


STEEL SPECIFICATIONS.—Standard 
by Robert W. Hunt & Co., Chicago. In addition to containing 
the specifications for carbon steel rails adopted by the American 
Railway Association and those of the American Society for Test- 
ing Materials, the Manufacturer’s Standard Specifications for 
open hearth rails and for Bessemer rails and the specifications 
for open hearth rails of the Colorado Fuel & Iron Company, this 
book contains a detailed comparison of the dimensions of the 
various rail sections in common use and the section numbers 
required at each mill for these standard sections. 


Cement Tite Roortnc.—The American Cement Tile Manu- 
facturing Company of Pittsburgh, Pa., recently issued two 
bulletins which are devoted to the description and _ illustration 
of its products. One bulletin entitled “Bonanza Data Sheets, 
contains 2 pages of general data on cement roof tiles and 30 
pages devoted to data sheet sketches which are offered as Su8- 
gestions to structural steel building designers. The other book 
contains 40 pages, mostly devoted to reproductions of photo- 
graphs of some of the important structures in which this prod- 
uct is used. It also gives tables of dimensions and weights of 
interlocking tile and also a discussion on its strength, fire Te 
sistance, etc 
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Brack River Traction.—This company is planning to build 
1,000 ft. of double track and about 250 ft. of single track to 
replace single track now in operation. The company operates 
an electric line from Watertown, N. Y., west via Glenpark 
and Brownville to Dexter, 10.38 miles. 


BruLe, GRAND Prairie & PrEAce River.—Application has been 
made in Canada for a charter to build a railway from Brule 
Lake, Alta., north and northwesterly via Grand Prairie, thence 
to a junction with the Pacific Great Eastern in the Peace River 
section; also to build a branch from Grand Prairie crossing the 
Peace river near Dunvegan, to a junction with the projected 
Pacific, Peace River & Athabasca at the Montagneuse river. The 
provisional directors include D. R. McDonald, Alexandria, Ont.; 
C. L. Hervey, Montreal, Que.; T. A. Burgess, R. H. Pringle and 
L. Cote, Ottawa, Ont. 


BucKHANNON & NorTHERN.—See Pittsburgh & Lake Erie. 
CHARTIERS SOUTHERN.—See Pittsburgh & Lake Erie. 


CHESAPEAKE & On10.—Bids are now being asked for building 
a section of 28 miles to connect the C. & O. with the Norfolk & 
Western near Waverly, Ohio, and a trackage agreement may be 
made to use the N. & W. tracks from that point north to Columbus. 
This includes part of the route of the Chesapeake & Ohio North- 
ern, which was organized to build from Columbus, Ohio, to a 
point in Greenup county, Ky., 92 miles, to connect the Hocking 
Valley with the Chesapeake & Ohio. Bids were let recently to 
build a bridge over the Ohio river at Sciotoville, but arrange- 
ments have not yet been made for the construction of the entire 
line. 


CHESAPEAKE & On10 NorTHERN.—See Chesapeake & Ohio. 


East Grorcta (Electric).—Application has been made for a 
charter in Georgia by this company, with a capital of $212,500, 
it is said, to build an interurban electric or steam railway from 
Glennville, Ga., north to Adabelle, about 30 miles; also to build 
a short branch from Hagan east to Claxton. The incorporators 
include H. P. Talmadge, J. K. McIver, G. J. Baldwin, W. B. 
Stillwell, L. Adler and E. Leffler, all of Savannah. 


Huntincpon & HemMMINGForD.—An extension of time in which 
to build this projected line has been granted by the Quebec 
legislature. The proposed route is from Huntingdon, Que., 
east to Hemmingford, thence to a point on the International 
boundary. The company was organized about two years ago, 
and the provisional directors include H. Timmis, R. H. Barron, 
Montreal; C. W. Taylor and A. R. McMaster, West Mount, Que. 


Kansas City, KAw VaLLtey & WESTERN (Electric).—A con- 
tract has been given to S. Dolman Sons, Topeka, Kan., at 
$100,000, it is said, for grading work between Bonner Springs, 
Kan., and Lawrence, on about 20 miles It is expected that track 
laying will be started about August 1. Bids will be asked for 
soon to build four bridges varying in length from 60 ft. to 100 ft. 
in length. The line is eventually to be extended west from 
Lawrence to Topeka, 25 miles. (January 8, p. 78.) 


Lake Erie & Eastern.—See Pittsburgh & Lake Erie. 
MONONGAHELA RatLway.—See Pittsburgh & Lake Erie. 


Norrotk & Western.—Contracts are reported let for build- 
ing the low-grade line between Burkeville, Va., and a point near 
Pamplin, about 36.5 miles, as follows: To Patterson-Moran & 
Company, Inc., New York; the Robert Grace Contracting Com- 
pany, Pittsburgh, Pa.; Rinehart & Dennis Company, Charlottes- 
ville, Va. and to J. J. Sheehan, Roanoke, Va. (February 12, 
p. 289.) 


Paciric Great EAsTerN.—This road has been extended from 
D'Arcy, B. C., northward to Lillooet, 34.3 miles. 


PitrspurcH, CHARTIERS & YOUGHIOGHENY.—See Pittsburgh & 
Lake Erie. 


PitrspurcH & Lake Erte.—The report of this company for the 
year ended December 31, 1914, shows that the construction of the 
Buckhannon & Northern as an extension of the Monongahela 
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Railroad from State Line to Fairmont, W. Va., is about finished, 
and these two lines are in process of consolidation as the Monon- 
gahela Railway Company. The Lake Erie & Eastern is about 
finished on the 8.75 miles of line through Youngstown, Ohio, to 
reach a number of important industries, except on a proposed 
connection with the Lake Erie & Pittsburgh west of Youngstown. 
The grading and masonry work on the extension of the Pitts- 
burgh, Chartiers & Youghiogheny from Van Emman to Eighty- 
four, Pa., and on the Chartiers Southern from Eighty-four to 
Marianna are completed, but the track construction has been de- 
ferred by reason of the unusual depression in the coal and coke 
industry and until sufficient revenue is assured. 


SEABOARD AiR LinE.—The Lake Wales extension has been 
opened for business from Bartow, Fla., east to Lake Wales, about 
15 miles. (October 10, p. 717.) 


WILLIAMsporT, NessLE & MartTiInsBurc.—A contract is re- 
ported let to Claiborne, Johnston & Company, Baltimore, Md., 
for work on part of a 15-mile line between the Potomac river 
and Martinsburg, W. Va. The company was incorporated in 
West Virginia with $250,000 capital in 1913 to build from Will- 
iamsport, Md., southwest to Martinsburg, W. Va., about 15 miles. 
J. Carmichael, president, Hagerstown, Md. 





RAILWAY STRUCTURES 


3EAUMONT, TExAs.—The Atchison, Topeka & Sante Fe will 
enlarge its passenger depot on Crockett street. New train sheds 
will also be erected and additional tracks laid. The estimated 
cost of this improvement is $25,000. 


Burrato, N. Y.—The Lehigh Valley is asking for bids until 
April 15, for the construction of the new terminal in Buffalo. 
This work will include the construction of new passenger and 
freight stations. (January 15, p. 116.) 


Cuicaco, Itt.—The Illinois Central has completed plans and 
expects to start work in the near future on three proposed sub- 
ways at the crossing of its tracks with Seventy-ninth, Eighty- 
second and Eighty-third streets. The subways will be built of 
reinforced concrete. Contracts will probably be let next week. 

The Baltimore & Ohio Chicago Terminal started construc- 
tion on its coach yard and engine terminal at Fourteenth 
street, between Lincoln and Wood streets, last week. Piles 
for bridge abutments are being driven and the excavations 
for retaining walls are being made. 


Lexincton, Ky.—A contract is reported let by the Louis- 
ville & Nashville to T. S. Moudy & Co., Chattanooga, Tenn. 
for putting up a freight house and other structures at “exing- 
ton. The proposed freight house is to be of concrete, brick 
and steel construction, and will be 700 ft. long. There will 
also be a transfer platform of steel and concrete construction. 


LinpsAy, CaL.—The Atchison, Topeka & Santa Fe is asking 
bids for the construction of a stucco depot at this point. The 
bids will be received at Los Angeles, Cal. The estimated cost 


is $8,000. 


MarRSHALLTowN, IowA.—The Chicago & North Western will 
ask bids in the near future for the substructure for a 1,100-ft. 
viaduct which will carry Third avenue over the Chicago & 
North Western and the Minneapolis & St. Louis tracks. Steel 
girders will be used for 930 ft. of the length of the viaduct. The 
structure will be built jointly by the Chicago & North Western 
and the Minneapolis & St. Louis. 





EncuisH Excursion Fares CANCELLED.—The English Railway 
Executive Committee was compelled because of military exigen- 
cies to cancel the issue, with a few exceptions, of “cheap book- 
ings” for the holidays. The reasons given were as follows: “(1) 
The fact that the large works employed in the production of 
ammunition and ordnance will not be closed as usual during the 
Easter holidays, and that the collieries are expected to be work- 
ing nearly full time. As a result the railway companies will 
have to run a full service of goods and mineral trains. (2) The 
large number of men who have left the railway service to join 
the colors, the great majority of whom it has not been possible 
to replace without having a retarding effect upon recruiting. 
(3) The necessity for keeping a large number of men, engines 
and vehicles constantly in readiness for naval and military pur- 
poses.” 
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Boston & Maine.—The act permitting the reorganization of the 
Boston & Maine in substantially the form that the Maine, New 
Hampshire and Massachusetts public utilities commissions 
approved it, has been passed by the Maine legislature and has 
been signed by the governor. It now remains for the legisla- 
tures of New Hampshire and Massachusetts to pass similar 
bills. 


Cuicaco, Rock Istanp & Paciric.—The protective committee, of 
which E. W. Sheldon, president of the U. S. Trust Company, 
is chairman, has announced the names of the directors for 
whom it will vote proxies at the meeting to be held on April 
12. These are Colonel T. S. Williams, president of the Brook- 
lyn Rapid Transit; William J. Matheson, a merchant and a 
director of the Continental Insurance Company; W. Emlin 
Roosevelt, of the firm of Roosevelt & Son, and Charles Hay- 
den, senior partner of Hayden, Stone & Co. 


Detroit Unitep Raimtways.—Stockholders have authorized the 
directors to accept the offer of the city government to buy the 
street railways of Detroit, now owned by the Detroit United 
Railways. The price offered by the city is $24,900,000. 


Lone Is_tanp RaiLroap.—The formal complaint in the suit which 
Dick Brothers, brokers of New York City, have brought 
against the Long Island, following the refusal of the Pennsyl- 
vania Railroad Company to buy certain minority stock repre- 
sented by Dick Brothers at the price asked for, has been filed 
in the Supreme Court. There are nine items on which the 
complaint asks judgment. One of these items asks for the ap- 
pointment of a receiver and another for an injunction re- 
straining the directors from advancing money for further ex- 
penditures of the Long Island for the benefit or purposes of 
the Pennsylvania Rairoad. 


Missouri, Kansas & Trexas.—Stockholders will be asked to au- 
thorize an increase of the interest rate on the consolidated 
mortgage from 5 to 6 per cent. None of the $125,000,000 
bonds authorized under this mortgage in 1910 have been sold, 
but there is $24,516,000 pledged as security for notes. 


New York, New Haven & Hartrorp.—Accompanying the notice 
for the stockholders’ meeting which is to be held at New 
Haven on April 24, Howard Elliott, chairman of the board 
and president, has sent a letter to stockholders in part as 
follows: 

“The company and its subsidiary, the Harlem River & Port- 
chester Railroad Company, have issued and now outstanding 
in the hands of the public short-term notes amounting to 
$32,304,000, of which $29,399,000 becomes due May 1 and 
$2,905,000 between that date and August 1. 

“The New England Navigation Company has issued and now 
outstanding in the hands of the public, short-term notes of 
$20,000,000 due May 1, 1917. 

“The Massachusetts Public Service Commission has recom- 
mended to the Massachusetts general court that all capital 
stock outstanding in the hands of the public, 1,571,179 shares, 
be validated under the laws of Massachusetts, but has recom- 
mended that the 228,991 shares now in the company’s treasury 
should be retired and canceled. In this recommendation the 
directors concur. The continued existence of this treasury 
stock is unnecessary; its retirement will have no effect upon 
the company’s balance sheet; and the remaining stock if vali- 
dated in accordance with the recommendation made to the 
Massachusetts general court, will start the company with its 
capital stock and indebtedness issued and the outstanding and 
premiums paid in and shown in the company’s premium ac- 
count on June 30, 1914, validated by the laws of all the three 
states in which it is incorporated. 

“Directors believe that every security holder of the company 
is interested in having remedial legislation passed along the 
lines suggested, and to use influence to bring about the passage 
of these laws during the present session of the various legis- 
latures. Directors hope and expect to renew the short-term 


notes as they fall due, but if the legislation fails at this session 
the company will be confronted with the necessity of renewing 
the notes again in 1916, and of again making an effort to get 
the necessary laws so that some permanent plan of financing 
can be adopted. Officers and employees are straining every 
nerve to conduct business of the company economically and 
efficiently, but business is at a low ebb, and the margins are 
very small. The situation needs careful attention and help. 
Prompt action is necessary for the welfare of the company, 
its owners, its employees and its patrons.” 


PENNSYLVANIA RatLroap.—See Long Island Railroad. 


St. Louis & San Francisco—The United States district court 
has given the receivers authority to pay $1,249,000 interest, 
due April 1, May 1 and June 1, on securities on which interest 
has not hitherto been defaulted. 


SOUTHERN Paciric.—James N. Wallace, president of the Cen- 
tral Trust Company, New York, has retired as a director of 
the Southern Pacific. The annual meeting was held in 
Anchorage, Ky. Hugh Neill, secretary of the company, was 
elected to succeed Mr. Wallace. 

The proposition calling for the purchase of the following 
companies was ratified at the meeting: Coos Bay, Roseburg 
& Eastern Railroad & Navigation; Corvallis & Eastern; Pa- 
cific Railway & Navigation; Portland, Eugene & Eastern; 
Salem, Falls City & Western, and Willamette Pacific. 


Totepo & Onto Centrat.—In the fiscal year ended December 31, 
1914, this company, operating 446 miles of line in Ohio, had 
gross revenue from operation of $4,930,626, a decrease of $1,- 
100,804, primarily due to the suspension of coal mining in the 
Ohio fields in April, May, June and July, and in the West Vir- 
ginia fields for a considerable part of the same period. The 
net result of the year’s operations was a deficit of $306,616 as 
compared with a surplus of $441,227 in 1913. 

The Toledo & Ohio Central is one of the New York Central 
Lines. It connects with the New York Central at Toledo, and 
from Whitmore, just south of Toledo, it has two parallel lines 
running southeast to a junction at Thurston, the western line 
passing through Columbus. At Corning, Ohio, it connects with 
the Kanawha & Michigan. It controls the latter through stock 
ownership, having purchased during the year 89,478 shares of 
its stock, and issued for this purpose and for current require- 
ments demand or one-year notes aggregating $8,719,012. Pre- 
vious to 1914 the Kanawha & Michigan was controlled jointly 
by the Lake Shore and the Chesapeake & Ohio. The Toledo 
& Ohio Central also owns the Zanesville & Western, and in 
1914 lost on its operation, $254,499. 

In the fiscal year ended December 31, 1914, the company 
earned operating revenue per mile of road of $11,048 as com- 
pared with $13,620 in 1913. The freight revenue per mile of 
road was $9,107 as against $11,443 in the previous year. The 
total ton mileage of revenue freight was 38,517,440, a decrease 
of over 8,000,000. The average receipts per ton per mile were 
4.25 mills as against 4.10 mills in 1913. The average revenue 
train load was 669 tons, a decrease of 8 tons. The total num- 
ber of passengers carried in 1914 was 1,104,290 as compared 
with 1,157,804 in 1913. The average passenger receipts per pas- 
senger mile in 1914 were 1.765 cents, and in the previous year, 
1.775 cents. 

On December 31, 1914, the company’s investments totaled $37,- 
357,158, and its current assets were $2,962,570, of which $676,- 
792 was cash. There was capital stock outstanding of $10,- 
208,000, and funded debt of $12,226,523. The current liabilities 
were $12,544,587, of which $10,219,012 was loans and bills pay- 
able. The loans and bills payable on December 31, 1913, were 
but $1,500,000, the increase from this total being due to the 
issue of notes to provide for the purchase of the Kanawha & 
Michigan stock as above noted. 


EncusH RatLway WomEeN.—The question of employing women 
in railway service in England, so as to free men for the colors, 
is arousing considerable discussion in England just now, pat- 
ticularly in view of the fact that the railways are about to take 
a census with the object of ascertaining how many of their em- 
ployees ate within the military age limits. A number of com- 
panies have already hired women for various employments. 








